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Flanges of Locomotive Wheels. 


To THE EDITOR OF THE RAILROAD GAZETTE: 

The article in the Gazette of July 1 fromthe London Engi- 
neer ‘*Onthe Form and Dimensions for Flanges of Loco- 
motive Wheels” ‘suggests the writer’s experience on the 
Hudson River Railroad during the severe winter of 1854-5. 
The locomotives on that road at that time had single 
flanges (no flanges on the forward drivers), and the flanges 
were round and thick like fig. 2, or approximating the 
flange of the London; Brighton & South Coast Railway of 
England. During the winter referred to the snow was so 
troublesome that very little work could be done on the 
track, and as a consequence the joints got into very 
bad condition. A number of locomotives got off the 
track that winter going at full speed with passenger trains. 
The round, blunt flange of the back drivers would climb 
the rail at a bad joint and go off, carrying the front 
drivers with them. The engine would bound over cross ties 
until the train could be stopped with hand brakes—the best 
we had at that time. It occurred to the writer that the 
shape of the flange wasentirely wrong. My engine was in 
the shop for repairs at that time, and I persuaded the Mas- 
ter-Mechanic to have the flanges of my engine turned like 
fig. 1, after which my engine never left the track, although 
it was run over very bad track during the rest of the winter. 

The form of a flange should be determined by three con- 
siderations, namely, strength, durability and safety. A 





No longer do those long lines of patient mules move on to the 
noisy agency of voice and whip. They and the track above 
Market street level have disappeared together. What has 
been lost in picturesque effect has been gained in quiet and 
lessened delay to the incoming visitor. 

RULES, PLANS AND PICTURES. 

The new book of rules issued for the movement of trains 
at Mantua Junction, while not the very first step, is a great 
advance in method of giving explanations and orders to 
trainmen. To every practical man who deals largely with 
things rather than words, explanations in words convey little 
definite meaning. Somehow, sucha man must get before 
him a picture of the thing described, and even educated per- 
sons think more by the aid of pictures than is generally 
supposed. 

[ know a train dispatcher who, when giving an order to a 
train at a distant station, sees (he has been a brakemen and 
conductor on the road) the place, the track, side-tracks and 
switches, the train with all its cars, and that locomotive 
which stands before it. 

All these appear as a picture before his mind, very much 
as though he were actually looking at them. Those, and 
they are perhaps the majority of practical men, who have 
the power of recalling what they haveseen, will understand 
what this kind of sight means, and how nearly it resembles 
seeing with one’s eyes. 

To return to the book of rules, there have been great 
changes of track, and a new system of signals introduced at 
the Y of Mantua Junction, and this book explains the sit- 
uation of these by means of six full-page diagrams, besides 
smaller illustrations. Diagram No. 1 gives the plan of all 
tracks and the position of signals and of the signal tower. 
No. 2 shows all tracks, but the open track is marked by a 
heavy line, and its appropriate signals are shown in position. 
The same is done for each track by diagrams 3, 4, 5 and 6, 

Then follows explanatory text illustrated by small cuts 





of the various signals described. 





FIG.1 


glance at flange, fig. 1, will show that it has all the strength 
of the round, blunt flange, fig. 2, while the wear (as indi- 
cated by the worn tires) does not make it dangerous as in 
flange, fig. %; that is, liable to go off the track at a bad 
joint. I think it will be acknowledged that a flange 
like fig. 1 will go through frogs, split-switches 
and guard rails clean and smooth. One other con- 
sideration; the sharp flange would he likely to cut the 
bones and flesh of animals run over, while the round, blunt 
flange would be likely to be thrown from therail. It might 
be contended that a little more material should be left at 
the base of the flange to experiment with, to see if the 
engine just out of the shop would track square, in which 
case it might be left as in flange, fig. 3, or even a little 
fuller. AN OLD ENGINEER. 
SACRAMENTO, Cal., Aug. 23, 1881. 








Notes by the Way. 


PHILADELPHIA, Oct. 10, 1881. 
To THE EpIToR OF THE RAILROAD GAZETTE: 

The new Pennsylvania depot (Merrick and Filbert 
streets) | approaches completion, and it is not too early 
to speak of its general artistic effect on the eye and 
en the mind. It is in early Gothic style, at least the 
Merrick street front, with a foundation story of granite, in 
large rock-face blocks, the superstructure being of red, 
pressed and molded brick and terra cotta, worked into a 
great variety of tasteful ornamentation, especially about 
and around the windows. There is no profuseness of decora- 
tion, and the general effect is decidedly pleasing. A well- 
known architect, whom I have met, made bold to pronounce 
it one of the prettiest buildings in Philadelphia. 

To the mind, rather than to the eye, however, there is a 
certain inappropriateness in making a traffic station so 
cburchly a building, for the general Gothic treatment com- 
bined with the clock tower at the Filbert street corner pro- 
duces this effect in a marked degree. It is an unusually fine 
building, however, and well adapted to its surroundings, 
which are exacting to a very unusual degree. 

I fear it will go by the title of ‘‘ Broad and Market street 
depot,” which will indeed advertise its centzal location, but 
have less right to it than ‘‘ Penn Square statior.” There is 
almost nothing, if indeed there be anything, in Philadelphia 
which is named for its founder. The name of the square 
(on which the depot stands) is disappearing from common 
use, and the railroad ought to preserve it, or, at least, that 
is a sentiment in which I share with one of Philadelphia’: 
best people. If not Penn Square station, why not ‘the Penn 
Station?” 

The completion of the elevated road to the depot has been 
accompanied by the disappearance of one of the most char- 
acteristic features (to the occasional visitor) of Philadelphia. 


FIG.2. 
LOCOMOTIVE DRIVING-WHEEL FLANGES. 


Something of this kind was attempted on a small scale 
before, for another part of the New York Division; but this 
book may be regarded as a great advance in the science of 
communicating important orders. 








Suburban and Local Passenger Traffic. 


L 

It is partly through accident that the Pennsylvania Rail- 
road has a more varied method of dealing with local pas- 
senger traffic than has, perhaps, any other roadin the 
territory chosen for investigation (New York and Phila- 
delphia and vicinity). In its consolidation of roads, as for 
example the twenty-three forming the United Railroads of 
New Jersey Division, it would appear to have been its 
policy to regard methods already existing as presumably 
appropriate to the peculiar conditions under which they had 
been organized. Methods of construction and of administra- 
tion were assimilated to those of the Pennsylvania system; 
but passenger rates, especially local rates, seem to have 
been looked upon as fixed facts to be changed by changing 
conditions rather than by arbitrary enactment. Hence the 
variety; which, itself, as afact always present in the affairs 
of the road, may not have been without its reacting effect 
upon the company’s policy, especially as regards the United 
Railroads of New Jersey Division, where varied rates and 
methods have been most numerous. There would 
seem to have been here (and perhaps elsewhere) a freedom 
from restrictions to mere uniformity of rate, when the con- 
ditions were greatly varied, a willingness to perform any 
necessary public service for local traffic, at any rate and by 
any method which was found to be necessary to its exist- 
ence. Some of these methods will be described, but there 
are others, yielding the company nota little revenue, and 
adapted to purely local facts and conditions. Special at- 
tention is called to this fact of the road’s, and especially the 
New Jersey Division’s, experience, that methods and rates 
may be very numerous, without clashing and without 
abuse, on a road having all kinds of through traffic, local 
traffic and traffic to and between such terminals as New York 
and Philadelphia. Our people will not consent to be classi- 
fied by mere separate apartments and separate cars. They 
are, however, willing to be classified by their common 
necessities of time, or by such time and other contract 
restrictions as may be made for them. 

The distinction must be made, that while freight move- 
ment depends almost entirely upon a financial profit, this 
has less to do with passenger travel. Travel is largely a 
social habit, affected by a variety of causes, of which the 
priceis but one. To increase this travel permanently tu any 
extent is, in fact, to make a change in the standards of a 
large number of individuals as to what is a necessity, 





chased a nightshirt bought a luxury; he now buys a 
necessity: even where travel depends somewhat upon price, 
the revolution in the public mind is of this nature. There 
being a margin of arbitrary choice and mere conventional 
standard in the matter, itis not certain that under given 
conditions a uniform low rate will not produce the same 
effect as a greatly classified and varied one, there would 
appear, however, to bea greater possibility of growth and 
development under the latter. 


FORMS OF TICKETS. 


The following forms are in use on the United Railroads of 
New Jersey Division : 

Commutation, a uniform card, but issued for each month, 
printed with figures numbering to. 54, ani granting to the 
original purchaser alone 54 rides between the specified 
points. Price to New Brunswick (31.4 miles), $11 per month; 
per year, $85. 

The school commutation, a ticket of the same form for 46 
rides ; price per month to New Brunswick, $8.80. It is is- 
sued to persons under 18 years of age, and only upon a cer- 
tificate signed by the teacher of the school, parent or 


Family ticket, a fifty-trip coupon book, {issued for the 
members of any one family, including household servants. 
It is made for trips between stations or to either terminus. 
All coupons good for travel in either direction ; rate, two 
cents per mile, limited to one year from date of issue. 

Firm ticket, same limit and price as family ticket; good 
only for three designated members or employés of a business 
house. 

Transferable coupon book, issiied only between Philadel- 
phia and New York, for fifty rides in either ; direction ; 
rate, two cents per mile. The distance is 90 miles ; regular 
fare, $2.50, or return ticket (limited to five days), $4. Any 
number of persons to 50 can receive,in one journey, the ben- 
efit of this book. 


FIG.3. 


Coupons of these three forms of tickets are not good if de- 
tached from book. 

The workman’s ticket (receivable only on trains arriv- 
ing at West Philadelphia before 8 a. m., and leaving that 
station after 5 p. m.), issued in packages, at 25 cents per 
package, to points within 13 miles, as follows: Ridge av- 
enue (2.1 miles), package contains five tickets; Germantown 
Junction (4.2 miles), ditto ; North Penn Junction (5.4 miles), 
contains four tickets ; Frankford (8.3 miles), contains two ; 
Tacony (10.9 miles), and Holmesburg (12.4 miles), package, 
costing 50 cents, contains three tickets. The rate is greater 
than the monthly commutation rates. There has been, there- 
fore, little danger of its abuse by former commuters. This 
form of ticket has proved so successful that it is not impos- 
sible that its benefits may be extended to other parts of the 
division. 

Return tickets between stations (limited to day of sale) are 
issued for various points ; rate, 21¢ cents per mile. The 
local rate of fare is 3 cents per mile. 

Return tickets, with various limits, to a terminus are sold, 
where competition exists, as low as 1}¢ cents per mile, 

On the Pennsylvania Railroad Division there are issued on 
Saturdays only (limited to Monday night) return tickets to 
and from Philadelphia, Lancaster, Harrisburg and Colum- 
bia to and from points distant at least 15 miles and not ex- 
ceeding 30 miles, at 2 cents per mile. 

One thousand mile coupon books (non-transferable and 
limited to one year) are issued at $25 for all parts of the 
Pennsylvania Railroad,but each book is limited to the divis- 
ion of road issuing it. 











Uniformity in Signals. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

Some months ago the present writer called attention in 
the Railroad Gazette to the fact that there was a great 
diversity in the signal codes of the various railroads, and 
pointed out a few of the inconveniences and dangers arising 
from these differences. At that time no attempt was made 
to propose any particular signal code for general adoption. 
It was the writer’s aim simply to call the attention of rail- 
road managers to the great importance of adopting a 
standard system throughout the country. 

Very recently a writer has revived the subject in your 
columns, and has proposed a code of siguals, upon the 
merits of which he invites discussion. 

Mr. Hill will posease wales tee Seon a. tep 
signal. It would seem that this should be two blasts of the 
whistle, instead of one, as proposed; although it is well 
known that a majority of the rnads favor one blast. Two 
blasts of the whistle allow the engineer to so gauge his sig- 
nal (by making the sounds close together or by spacing out) 





and what ah unnecessary luxury. Once, he who pur- 


that the trainmen know at once whether the stop is to be 
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made as quickly as possible, or the train slowed down gradu- 
ally. 

Then, again, with a very long freight or coal train, it is 
sometimes impossible fora man on the rear of the train, if 
he sees a puff of steam from the engine, to tell whether the 
engineer has whistled ‘‘ down brakes,” or whether the steam 
is only ‘* blowing off.” 

There is an objection to using one blast to apply brakes 
and one long blast for highway crossings, for the reason 
that they are apt to be confounded. This is overcome in 
niost instances by using two long followed by two short 
blasts for a road-crossing signal. This may do very well in 
sparsely settled districts ; but ina thickly settled country, 
where the roads are numerous, this multipli¢ation of 
whistles beeomes an unmitigated nuisance. The problem 
then would appear to be to framie a simple, comprehensive 
code of signals that would not be liable to be misunder- 
stood, and one that would reduce the whistling to a mini- 
mum. ‘ 

With this idea in view the writer would respectfully submit 
the sescnbittiecd code as roisnetid simple, and — ordinary re- 

















Number. yn hg Short Long 
1 Running. /|Release brakes. od crossings, ter- 
minal stations, etc. 
pl to conductor; 
no passengers for next 
station. 
1 Standing. (Start train. 
2 (Running. |Apply brakes. Train has parted. 
2 a ees ee Apply rear brake to 
take slack. 
3 ne ES SRE re Seeley ee 
3 Standing. Back trai Send back flag 
4 Running. ‘Change eee... Ft UP aedbeeee 
4 Standing. Do. do. Peamieds CAE 
5 Running. (Calls attention to} 
signals carried 
un engine. 
5 Standing. Call in rear flagman. 
Succes- 
sion of 
short 
signals. Alarm signal. 














requirements, although he is aware that it is not new, and 
is at present, with some modifications, in use on a number of 
roads. HOOSIER. 





Turn-Table Crossing at Newark, Del. 








The engravings represent a method of forming a crossing 
of two railroads at grade which will, it is thought, be novel 
to most of our readers, but which has in reality been in use 
for a good many years. Instead of having the usual break 
in the rails at their intersection, which is necessary with 
ordinary crossings, in the arrangement illustrated in the en- 
gravings, the rails in the main line—a double track in this 
case—are continuous. The rails of the crossing track are laid 
somewhat higher than those of the main line, so that a light 
turn-table can be swung across the main line, and is then flush 
with the rails of the crossing line. This turn-table occupies 
a pit between the two tracks of the main line when the 
latter is clear. Fig. 1 represents a plan of the tracks with 
the turn-table in its pit and the main line clear. Fig. 2isa 
plan showing the turn-table swung across the track so 
as to connect the rails of the crossing line. Fig. 3 is 
an enlarged iongitudinal section showing the turn-table in 
its pit; fig. 4 isa transverse section and fig. 5a plan. The 
turn: table consists simply of two rails A B, A B, which are 
fastened together by wrought-iron plates CC and D, to 
which the rails are riveted. Transverse rods £ E and diag- 
onal braces F’ F are also used to tie the rails together and 
stiffen the turn-table. G is the centre or pvint around which 
the table turns. This pivot is attached to a circular casting 
H H, which is securely bolted to the timbers] J, IJ. This 
casting has an internal gear around its rim into which a 
pinion L, figs. 1, 2 and 5, gears. This pinion is operated by 
a removable lever or crank, attached to the vertical shaft of 
the former, and in this way the table is turned. The outer 
plates O O have small guide wheels M M, which run on 
segments of a circular track N N N, laid between the rails 
of the main line, and wars carry or support the sides of the 
turn-table. 

The latter, as stated Hei when not in use is lowered 
into a pit with masonry walls between the two main tracks. 
It is shown in this position in figs. 1,3, 4and5. The centre 
casting H H,% as already described, rests on a heavy timber 
frame IJ. This frame is held in its position by rods R R R, 
figs. 3 and 5, which are fastened to the masonry wall at one 
end and to the frame at the other by flexible joint bolts, so 
that the frame can move freely in a vertical direction. It 
rests on four rollers O O attached to another timber frame 
Q RK, which is supported by other rollers or wheels S SS, 
which run on rails 7 TT. The frame Q F has consequently 
a horizontal movement, but none vertically. The frame I ./, 
fig. 3, has attached to its under side wedge-shaped blocks 

W W W, which rest on the wheels O O O attached to the 
lower frame 2 FR. If then this latter frame is moved hori- 
zontally from rigbt to left, it is plain that the wheels O O O 
by acting against the wedges W W W raise up the upper 
frame IJ. The lower frame Q R is moved by a lever V, the 
upper end of which is removable, and is represented by 
dotted lines. This lever is attached to permaneut braced 
posts X X attached to the sills or timbers Y Y. The 
lever has two sets of pawls aa,b b, attached to it, which 
engage inarack c d fastened to the frame Q R. The 
movement of the lever backwards and forwards acts through 
the pawls in the rack and thus pushes the frame Q R to the 
left, and thus raises up the frame I J so {that the turn-table 


ean be swung across the main track and so connect the 
crossing tracks, 

For a crossing line that is little used, this seems to be an 
excellent plan, as it leaves toe main tracks continuous. Of 
course the placing of two rails directly across the main 
track is attended with great danger unless the point is care- 
fully guarded by a very efficient system of signals. This is 
true, however, of any crossing. The plan illustrated has 
been used now for some six years or longer, and no accident 
has ever occurred at that point. It was designed by Mr. 8. 
T. Fuller, the late Chief Engineer of that line, to whom we 
are indebted for the drawings. 








Passenger's Baggagée—Argument for Charging for 





Carrying iti 
e following is Chapter ITI. forthcoming work by Marshall 
Ot he following entitled “Ou Parcel sna Mail Traffic of 
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title of the chapter. cm “ The beneficent results 
that would follow the ctgnninntiok of rate Departments or 


Companies, for the purpose of tae of Sepee the Baggage Busi- 
Railroads. SP 


ness of 
What occurs in one branch of industry is full of sugges- 
tions in reference to others analagously situated. This 
applies to railways as well as to the common industries of 
life. It is particularly noticeable in connection with the 
transportation of baggage. If, for instance, separate com- 
panies ‘rganized to operate our telegraph lines, attend to 
our sleeping-cars and drawing-room coaches, work our 
fast-freight lines, and conduct the parcel traffic or 
express business, are .advisable (as they have been 
found to be in many cases), the inquiry naturally 
suggests itself, why separate companies have not also been 
formed to attend to the handling of the baggage of pas* 
sengers traveling upon our railroads. The answer to this 
inquiry is that such a division of service is incompatible 
with the plan that has been enforced by the carrier from 
the commencement, of making a joint rate for the passenger 
and his baggage. The prevalence of this rule suggests the 
further inquiry as to the utility of such a conjunction of 
charges. Is it necessary and desirable, and if not, why has 
it not given place to something more in accord with the 
general practice of railroads in such matters ? 

The duties connected with the baggage department are 
peculiar, and the risk exceptional, and the manner in which 
the business is conducted an present is exceedingly burden- 
some to the carrier. If, however, the business could be car_ 
ried on with reference to its peculiarities, and without re. 
gard to other and foreign departments of the service, the 
difficulties now attending its operations would be greatly 
essened, if not entirely obviated. 

In all of our great cities, and at many other points of 
transfer between railroads, separate companies are in exist- 
ence, formed for the purpose of transporting the baggage of 
passengers between the stations of the different companies 
as well as to and from hotels and residences. The benefits 
derived from these organizations are obvious. The 
railway companies are relieved of a mass of details foreign 
to their legitimate occupation, and the service is performed 
at a less cost than would otherwise be possible, and at the 
same time with greater promptitude and certainty, and with 


have no baggage are not made to bear the burdens of those 
who have. The equity of this arrangement suggests the 
adoption of a similar one upon our railroads, where, at pres 
ent, passengers traveling without luggage are necessarily 
charged the same rates as those paid by persons having 
effects varying in weight from 100 to 250 Ibs. 

Many of the ideas that we find in force to-day; in con- 
nection with the baggage of travelers, are the same practi- 
cally that prevailed a hundred years ago, when the stage 
coach and canal boat were the only public conveyances af. 
iorded in the interior of the country. Prominent among 
these ideas that have come down to us from a comparatively 
dark age is the accepted belief that the agent who, as a 
public carrier, agrees to transport a passenger, also agrees 
to transport at the same time his personal baggage. The 


while in his possession, and for the exercise of due diligence 
in connection with it. The customs that have grown out of 
this practice, in so far as they relate to the carriage of the 
property on the same train with the passenger, are especially 
convenient and profitable to a large portion of the coimmu- 
nity. But accepting this fact for what it is worth, there is 
no inherent reason why the: practice should be continued 
when it acts, as it frequently does, to the serious detri- 
ment of the carrier, as well as of a large number of people 
who patronize his line. While it is the business of a railroad 
to transport whatever is offered, the description of train and 
the rate of speed at which it shall be moved, must necessarily 
rest, within certain limits, with tbe carrier, and this princi- 
ple cannot be controveried without attendant hardship be- 
ing done both to the carrier and to the community, or some 
portion at least of the latter. It is the primary object, for in. 
stance, of passenger trains to transport passengers. The 
carriage of property upon them is only an incident, and 
when pressed beyond a very limited amount it clogs the 
service and retards the expeditious discharge of business in 
the passenger department. It is not unusual that the baggage 
service requires the same number of cars in a train that are 
allotted to the carriage of passengers. This adds to the 
weight of trains, and thus their speed is greatly retarded, or 
their number unavoidably multiplied. In any event the 
speed and facility with which the passenger should travel 
are greatly impeded. 

It is not difficult, I think, to anticipate atime when, with 


carrier is also understood to be directly liable for its safety’ 


among our people; it will be necessary to the expeditious and 
economical discharge of the passenger business of railroads 
that separate trains should be run to accommodate the lug- 
gage of travelers. 

The carriage of the passenger and the transportation of 
his personal baggage belong properly to two different de- 
partments of railway service, and the customs that have 
grown up, founded upon a differeiit theory,.ar® wrong, and 

in almost every regard inharmonious in tlieir effect. The 
accommodation afforded the passenger by the carriage of hi 
baggage upon the same train by which hetravels is no doubt 
very great; but this fact does not warrant a railway com- 
pany in retarding the progress of those who have no bag- 
gage in order to enable it to accomplish this desirable ob; 
ject. The minimum number of articles necessary to the 
cleanliness and comfort of the passenger should be carried 
upon the train by which he travels. The. weight 
and bulk of these articles is small, and they may in the 
majority of cases be deposited by the passenger under 
his seat, or in the rack overhead. This is the equitable 
course. To compel a railway company to carry upon its 
passenger trains an amount of property, more or less, which 
the owner presents for shipment under the general head of 
baggage, without reference to the convenience of the rail- 
way company, or the accommodation of those who have no 
baggage, or only a reasonable amount thereof, is unjust aS 
well.as absurd. The relation that the presence of one bears 
to the comfort of the other is too distant to warrant the en 
forcement of so arbitrary a rule. Assoon might we insist 
that the keeper of a restaurant should provide his customers 
with tooth powder or clean linen, under threat of fine and ime 
prisonment if he failed. The relation that these articles 
would bear to the wants of the average number of his cus 
tomers would be quite as reasonable as the average demand 
upon our railroads for excessive baggage accommodations. 
In studying the business of transporting baggage, it is 
apparent that the traffic could be conducted with much 
greater certainty of satisfactory results to the carrier, and 
with many added benefits to the community, if it could be 
carried on under a more direct and simple organization than 
is possible under the present hydra-headed method. The 
responsibility of the subordinate would then be more direct, 
and the friction consequently less. The rules governing the 
busines; would we may believe, be such as were best calculated 
to promote its efficiency, and the disposition, now so marked, 
to make the earnings capacity of the baggage department 
subservient to some other and entirely foreign branch of the 
service would cease to exist. 

If the business of handling baggage were conducted under 
separate organizations, men educated in the peculiarities of 
the service, and intent only upon the creditable discharge of 
their duties in such connection, would then formulate the 
rules governing this important department, and would fill 
its numerous offices of trust and responsibility. The business 
would then be carried on witb a view to its earning capacity, 
as well as with reference to its relations to the convenience 
of those having baggage. The expenses in connection with 
the service would under such a state of affairs be every where 
reduced to the minimum. Labor-saving machinery 
would be planned and introduced and increased, because 


less risk. The rates charged by the local carriers having| more intelligent effort would be put forth to 
this business in charge in individual cases are based upon the | accommodate the public and encourage its pat- 
service they actually perform, and thus the passengers who|ronage. Tle unprofitable work that this depart- 


ment is pow compelled to perform, for the purpose of eking 
out questionable enterprises in other quarters, would cease, 
and every device likely to foster trade would be assiduously 
cultivated by the baggage department. The incentive to 
accomplish these results under a separate organization would 
be direct and positive. Other results equally desirable 
would also be likely to follow. The nice distinction that un 

avoidably exists at the present time, between baggage and 
parcels (containing merchandise merely), would then cease 
to excite the hostile passions of the public, and disturb the 
patient equanimity of the railrond officials. Under the cir- 
cumstances named all would alike be treated as freight, and 
the necessity that now exists for observing the distinction 
referred to would then cease. 

Under a state of affairs such as we have described, tariffs 
would be formulated for the baggage department upon the 
same broad principles of equity and practical sense that now 
dominate in the other departments of the railway service. 
Rates would then adjust themselves upon purely equitable 
grounds. The multitudinous disbursements peculiar to the 
baggage department, such as the expense of keeping up the 
baggage rooms, platforms and furniture connected there- 
with, the luggage vans, trucks and other implements and 
utensils, besides the wages of attendants, including the 
expenses and losses the service entails, would be borne 
directly and wholly by that portion of the community 
which derives benefit therefrom—or, in other words, by the 
owners of the baggage transported. Under such a system 
the people who travel without property of any kind, or only 
such as they can carry in a handbag or the pocket of a gar- 
ment, would not be compelled to bear burdens from which 
others derive the benefit. Passenger rates would then be 
intelligently adjusted to conform to the service rendered, a 
separate schedule being provided for the passenger and bag- 
gage departments respectively, the rates for the former 
being reduced wherever found too high, while the charge in 
the latter wonld be made to correspond with the services 
performed, and the expenses incurred. 

Such are some of the changes that a separation of the 
haggage service from the passenger department would entail. 
That these changes would greatly benefit the railway com- 
panies and the large body, perhaps the majority, of the com- 
munity, is perfectly apparent. That the change would ex- 
cite the hostility of against those whom it operated is equally 








the advancement of civilization and the increase of wealth 


certain. - Nevertheless it would be in many respecte desira- 
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ble for all classes, besides being right and in the direction of 
fair dealing upon the part of the railroads, as between the 
different classes of people who patronize them. 








fron Mining in the “United States. 


A minary report upon the production of iron ore in 
he Un ted States during the year erd ng June 30, 1881, pre- 
d by Raphael Pumpelly, Special Agent of the census, 
eohees submitted to the Superintendent, Gen. F. A. Walker. 
In the preparation of this report the assistance of a large 
number of eminent men, like f. Shaler, of Harvard Col- 
loge; Prof. Smock, of Rutgers; Patten, of Washington Uni- 
versity, St. H of Johns Hopkms University; 
Chamberlain, of Beloit College, and President Orton, of the 
University of Obio, has been received. ‘The production 
of 1880 in the states raising over 1 per cent. of the total is 
g ven as fo lows: 


Per cent. 

Productin Percent. of of total 

— ll total pret. velne 4 

States. 000 i uct. preduct. 
FVAMUB..0000cccccccovecs 2,173,415 27.09 22.57 

ran wd 5 1 ” ris 26 27 
New York 5.4 15.23 
New Jersey 9.97 13 82 
Meaas cécebes = am 

issouri 5 A. 

ry 2.39 68 
Virginia... 2.12 1.68 
Maryland . 1.73 1.87 
Tennessee 130 .64 
rgia 1.14 63 





These 11 states produced in 1880 in all 96.32 per cent. of 
entire output, leaving only 3.68 per cent. to come from the 
12 other states reporting. ; 

‘Lhe total production reported in 1880 was 8,022,398 tons, 
valued at $22,975,345, an average of $2.89 per ton. The 
value varied very much, as is shown by the table of per- 
centages above. 2 ij 

Sixteen states only were reported in the census of 1870 as 

roducers of iron ore, with the following relative rank: 

ennsylvania, Michigan, New York, New Jersey, Obio, Mis- 
souri, Maryland, Tennessee, Massachusetts, Wisconsin, Ken- 
tucky, Virginia, Vermont, North Carolina, Delaware and 
Indiana. e six great iron states retain in 1880 their 
tormer relative rank, and Alabama—a new state—takes the 
rank next to them. Pennsylvania and Michigan yield nearly 
half the entire product. ‘The six staies at the head of the 
list yield 87.72 per cent. of the total. The new producing 
states are Alabama, Georgia, West Virginia, Connecticut, 
Oregon, Maine and Texas. ‘hey produce 3.77 per cent. of 
the total. 

Eleven counties produce 55,14 per cent. of the entire 
product, of which Marquette County, Mich., is credited with 
17.14 per cent. The eleven counties are: 





unty. h . a ‘ 

DM Cec thecoves pveus base DOKCast Seswatadts . 1,874,812 

fae NY Paces M tape aaah nas (sahpiennpete tae ater al 630,914 
DEE, dnc bs 0cctniecteisoccccccvevresdccovesesere 508,420 
Menominee, Mich....... od Wea we da sdce WUT bale CHE GE 459,900 
Lehigh, Pa......--csescceregsrcececceccseccecccrecceseere 321,322 
BMROMOML ERs... crsecccvcyerccccocccerececocese eossccees 285,629 
TROGME, PB... ccc ccc ccc ccc cc ccc cee ccs csseseceecescorcerses 252,940 
Blair, Pa@.......-.cscceseceeeeeeeeeers 154,914 
St. Francois. BD. occoce 144.265 
Dutchess, N. Y....... 125,859 
Northampton, Pa... . .-- 104,788 
ME tos. .aghtadoaceshdacd<iecetgicdave wetebintesey 4,423,793 


Fifteen other counties in six states produved over 50,000 
tons each, and 12.83 per cent. of the entire product. 

These 26 counties produced 67.97 per cent. of the entire out- 

t. Reports were received in all from 135 counties, agaiust 

1 counties in the census of 1870. 

The total number of mines reported was 801, and their 
estimated annual capacity is 12,895,253 tons, or over 50 
per cent. more than the actual output last year. 

In getting out this ore there were employed, according to 
the reports, 31,412 men and boys, 3,914 horses and mules 
and shy steam-engines. ‘[hese figures do not include what 
is called in the census statement the irregular product (in- 
eluded in tons and value above), or ore raised by persons 
the principal part of whose livelihood was obtained :u some 
other-way, generally by farming. In twelve of the states 
there are localities where soft ore can be obtained from sur- 
face digging. These are worked by farmers during the 
paren, of agricultural employment, the product drawn by 
farm teams to the nearest furnuce and sold. The quantities 
of ore so produced by individuals vary from 5 to 500 tons. 

The statement does not show how large a part of the iron 
oro product was moved by rail. A large part is used in 
furnaces near by the mines where the ore is found, but 
most of the ore which goes more than a mile or 
two from the mine must pass over some railroad. Some large 
districts have water outlets, notably the Lake Superior 
Region, but much of this ore also is transported some 
distance by rail, either before ur after the water journey. 








THE SCRAP HEAP. 


Locomotive Building. 


The eee = enn works at reawee gt N. H., 
have com two heavy passenger engines with 18 by 22 
in. pth van om for the Boston and Providence road. 

The Baldwin Locomotive Works in Philadelphia have built 
a number of consolidation engives for the Chicago, Burling- 
ton & Quincy during the past year, and recently shipped to 
that road two locomotives of that class with Wooten fire- 
boxes. They will hurn slack or fine coal, and will run on 
the main line between Chicago and Burlington for the pres- 
ent. 


Car Notes. 
Ina recent notice of the sale of the Bellefonte Car Works 
a mistake was made in the addresses of the persons from 
whom particulars might be obtained. The correct addresses 
are: Miller Tiffin, General Manager of the works, at Helle- 
fonte, Centre County, Pa.; 8. R. Hopkirs, No. 76 Chambers 
street, New York, and Wm. Lawson, Williamstown, Ma:s. 
The bese vet Eg sold Ne ween nan = 27; na ave a 
capaci t freight carsa day, with abundant yard 
amy ae track connections with the Pennsylvania Rail- 
road, They are ail well supplied with machinery and have 
a turbine wheel of 100 ho wer, with abundant supply 
water, and a steam engine of 80 borse-power. 
The Wason Manufacturing Co. at Brightwood (Spring- 
field), Mass., recently delivered two handsomely finished 
cars and a mail and baggage car to the St. John 
The Chere’ Burlington & yy shops at Ai m 
on at Aurora, 11]. 
‘ a co be fitted with re- 


clining chair and very handsomely finished.. They are to 
run | 4 and Council‘ and: Chicago and 

The Southern States Coal, Iron & Land Co., at South 
eoenere™, Tenn., is building a number of coal cars for the 
icksburg & Meridian road. 





Bridge Notes. 


The Toronto Bridge Co., at Toronto, Ont., has recently 
enlarged its shops and has now orders on hand for over 
2,500 ft. of iron bridging. These orders include 17 spass 
for the Toronto, Grey & Bruce; 10 spans for the Quebec, 
Montreal, Ottawa & Occidental; six spans for the Canadian 
Pacific; two for the Southeastern and one fcr the Windsor & 
Annapolis. The company is new building also two iron 
trestle highway bridges near Toronto, one 265 rt. long and 
60 ft. high, the other 600 ft. long and 120 ft. high. 

The Louisville Bridge Co. has the contract for an iron 
tridge 800 ft. long, with a draw-span and four fixed spans, 
over the Apalachicola River ia Fiorida on the Pensacola & 
Atlantic road. : 


lron and Manufacturing Notes. 


The Georgia Iron Works, at Atlanta, Ga., are making 
a rails for the East Tennessee, Virginia & Georgia 
road, 

The Potomac Iron Manufacturing Co,, in Alexandria, Va., 
has nearly compl-ted preparations, and it is thought that 
the manufacture of iron by the vapor fuel process will be 
commenced next week. ut one Eanaes has been erected 
by the company so far, but Mr. William S. Moore is en- 
gaged in making castings for several others.—Jndustrial 

south. 

The Mahoning Valley Iron Co., at Youngstown, O., has 
started up its mill, after making several alterations and im- 
provements. 

Franklin Furnace, in Sussex County, N. J., is in blast and 
is making a very: successful run. It is one cf the largest 
blast furnaces in the country. 

Furnace No. lof the Barnum-Richardson Co., at East 
Canaan, Conn., is making abouz 120 tons of charcoal iron a 
week, 

The Pennsylvania Iron & Steel Co. has been incorporated 
to build iron works at Canal Dover, O. The capital stock is 
$200,000, 

The Atlas Works in Pittsburgh are building the engines 
and hoisting machinery for the new Ft. Pitt inclined rail- 
road in that city. 

Todd & Co., at Youngstown, O., are building three large 
presses, weighing ten tons each, for straightening steel rails. 
they are to go to Colorado. 

Tue South Boston lron Co., in Boston, has suspended pay- 
ment, the trouble being caused by the non-payment of some 
heavy claims for work done for tbe United States govern- 
ment, The works will be kept in operation, and it is be- 
lieved that the company will soon be able to adjust its affairs 
and resume payment. 

The Indianapolis Rolling Mill is rerolling a large lot of iron 
rails for the Jeffersonville, Madison & Indianapolis and the 
Indianapolis & Vincennes roads. 

The turnaces of the Crown Point Iron Co., at Crown 
Point, N. Y., are both in blast, making about 130 tons of 
iron a day. 


The Rail Market. 


Of steel rails the Iron Age says: ‘‘There is a heavy de- 
mand and large transactions have been closed, both in 
American and foreign rails. There is a feeling in some 
quarters that the heavy sales are due to concessions which 
have been granted to secure orders at once. Not that there 
is any scarcity of business, but the rapid development of 
capacity, as well asthe aggressiveness of foreign manufac- 
turers, make it desirable to keep all the business at home 
that is possible. Hence itis not unlikely that orders with 
deliveries in the distant future bave been taken on terms 
favorable to buyers. So far ashas been made public, how- 
ever, $58 is an inside figure, with an advance of &2 to $3 on 
lots at an earlier date. A good many foreign rails have also 
been sold, probably $30,000 tons, during the week, at. prices 
equal to $60 to $62.50, according to port and date set for 
delivery.” 

lrou reils are quieter, with few sales reported and prices 
unchanged. 

Steel blooms are very active at prices ranging from 
$43.50 to $45 per ton, duty paid, the price varying sccord- 
ing to time of delivery. A heavy business both in English 
and German blooms is looked for. 

Old iron raiis are more active and several sales are re- 
ported at $27.50 to $28 per ton in Philadelphia. 

Spikes are scarce and higher and are quoted at $3 per 
100 Ibs. Fish-plates continue about the same, $2.40 to $2.60. 
Track-bolts are also a little higher, prices being $3.25 to $4, 
according to specification. : 

Safety. 


The trouble on the Alton Railroad is only temporary. A 
number of fine safety deposit cars are now being built, and 
when they are completed ‘ho fear of train robbers need be 
felt. Each passenger will be locked in a chilled steel casket 
before the train enters Missouri, and on reaching the state 
line will be unlocked and set at liberty again by officials of 
the road stationed at that point. It is believed that by 
adopting this plan the James boys will eventually be obliged 
to work for a living.—Chicago Tribune, 

A Big Bridge. 

A local paper thus describes the bridge which is to be 
built over a deep ravine near Kinzua, Pa., on the new 
branch of the New York, Lake Erie & Western to its coal 
property in Elk County: A 

‘The dimensions will be as follows: Length, 2,250 ft.; 
height, 301 ft. There are two abutments, 44 piers and 45 
spans, 22 of 3814 ft. each and 23 of 61 ft. each. The stone 
foundations, of which there will be two to each pier, except- 
ing the central piers, which will have three, are built in the 
most massive manner, sunk 10 ft. under ground and ex- 
tending from 10 to 15 ft. above the surface. There are five 
sets of 15 ft. foundations placed along the water line, as the 
spring freshets in this section are quite severe. In the 
vicinity of the creek a bed of quicksand was found at a 
depth of 10 ft., and this will necessitate precautionary 
measures. After the pit is dug to the regular depth, piles 
80 ft. long will be driven closely together until their heads 
are level with the floor of the pit. Upon them a flooring of 
heavy timber will be spiked, and upon this the stone foun- 
dation laid. It may be imagined with what care it is neces- 
sary to lay these stones true, for the slightest deviation from 
the horizontal would amount to a good deal when carried to 
the height of over 300 ft. The length of the piers from the 
abutments to the centre of the ravine will increase rapidly, 
as the descent is Dg cmap being in the steepest places a 
fall of 22 ft. in 60. Tne entire superstructure of the bridge 
will be of iron, of which 2,000 car loads or 44,0C0,000 
pounds ‘will be used, while for the foundation 30,000 yards 
of masonry will be consumed.” 


A Straight Answer Wanted. 


One of the east-bound trains coming into Detroit the other 
day was heavily loaded, and a passenger who got on at 
Ypsilanti watked through twocars and finally halted at a 
seat occupied by a small man and a grab-bag and inquired : 

** Is this seat occupied ?” 

** Of course this seas is occupied,” was the reply. 

‘‘ Are both halves of this seat occupied?” was the next 

uery. 
ar Of course both halves are occupied,” 





_“ Well, my friend,” said the new arrival, as he Jet go of 
his satchel, ‘‘I want to bother you with one more query. 
Had yourather I would toss that grab-bag out of the window 
and sit down with you, or chuck you out and ride into 
Detroit with the grab-bag ?” 

The grab-bag man got mad at that and wouldn’t ride 
anywhere else except on the wocd box.—Detroit Free Press. 


A Large Steam Hammer. 


The lxrgest steam hammer in the United States was pvt in 
operation at the Black Diamond Steel Works, in Pittsburgh 
on Saturday. The hammer weighs 17 tons, and the anvil 
160 tons. ‘the maximum stroke witb a full head of steam 
is 90 tons. The steam cylinder is 88 in. diameter and 9 ft. 
stroke. Previous to the building of this hammer the largest 
in the country was one of eight tons, in an e stern mill. 
The largest hammer in the worldisin France It weighs 80 
tons, and has an anvil weighing about 600 tons.—Noith 
American, Oct. 12. 


Notes. 


Erie wrecking trains are to be supplied each with a small 
cannon, it is said, not for warlike purposes, but to shoot 
holes in oil tanks in case of a wreck, and thus allow the oil 
to eenee, preventing an explosion and stopping the spread 
of fire. 

A wheeling chair has been purchased by the Boston & 
Providence Railroad Company for use at the Boston station, 
in conveying invalids or lame persons between the trains 
and the entrances to the station. 

That is in Boston. At most of the New York stations the 
effort has apparently been to make it as difficult as possible 
for healthy people to reach the cars. Sick ai:d lame persons 
must look out for themselves if they are foolish enough to 
travel. 


American Sleeping Cars in Europe. 


Great progress has been made in the arrangements for the 
comfort of continental travelers by the Internatioual Sleep- 
ing Car Company. Besides the introduction of some splendid 
new cars, two of which were iuspected vesterday, this com- 
pany has introduced into Berlin the American system of 
luggage transportation to and from private residences, 
thereby enabling the traveler to take bis place upon the car 
without concerning himself in the least about his baggage. 
These carriages are run over the principal railroads of Eu- 
rope, and are so solialy constructed that in case of collision 
the chances of escape are greater than in ordinary coupés. 
In 38 more or less serious accidents the company can boast 
of a clear record, no person occupying one of these carriages 
having been at all injured.—Berlin Correspondence Lon- 
don Daily News, 

Care for Employes, 

The following are from exchanges on the line of the Chi- 
cago, Burlington & Quincy road: 

The boys who heave the black diamonds on the road think 
the old C., B. & Q. has got some of the milk of human kind- 
ness left in its heart yet. This week orders were issued that 
hereafter all Baldwin consolidation engines, or Moguls, 
should be furnished with two firemen. The workof keeping 
steam in one of these monsters is entirely too big a job for 
one man to tackle very long at a time. The ‘“Q” master 
mechanic did just about the proper thing when he issued that 
order. 

Road Master Maxon is doing a very sensible thing in put- 
ting blocks in all the frogs, so that a man’s foot cannot get 
into them. The same will be done on the entire length of 
the C., B. & Q. Open frogs are accountable for more losses 
of life and limbs than any other thing about a railroad. 


Handling Baggage in Pittsburgh. 


The amount of baggage handled at the Union depot, in 
this city, during the mouth just closed, is the largest for auy 
one month in the history of the roads centering at the sta- 
tion named. Mr. Charles 8. Jenkins, the General Baggage 
Agent, reports to the general offices the following as the 
business of the month: 

Total. 
35,591 
14,153 








Toh. .....6.. 04 ABTA. 37,939 


From this it will be seen that over 75,000 pieces have been 
handled in the mouth of September, and when it is taken 
into consideration that each piece requires five different. 
handlings at this station, and tne fact that not a single loss 
occurred, or claim for damage was made, the report speuks 
well for the agent and his corps of assistents. Last June 
was the next heaviest month, over 62,000 pieces being 
handled. If the number of pieces of baggage carried with- 
out being checked were added these figures would be in- 
creased at least 10,000. It was thought that the summer 
travel began in June and accounted for the great 
increase in that month, and the further increase this month 
comes from the fact that the summer tourists began to re- 
turn, and the seaside and other resorts closing with this 
month caused a general a homeward. The many 
cheap excursions over the roads vill also account. for part 
of the increase. This is another evidence of the perfection 
of the American railway baggage check system, which is 
acknowledged the world over to be the most peifect ever 
adopted.—Pittsburgh Telegraph, Qct. 5. 


Mr. Hoffenstein Gets Even With the Railroad. 


‘*New Orleans vill be a great blace, Misder Hoffenstein,” 
said Herman, “ven de railroads vill be running here from 
de Vest und oder parts uf dis gountry, von’t 1t?” 

“Herman, don’t dalk to me about de railroads,” replied 
Hoffenstein, ‘it makes me dink uf de vay i haf been swindled 
by dem. VonceIdinks it vould be nice to bafa horse to 
drive mit a buggy, und a man _ dells me dot he vill sell me 
von, und ve makeadrade. Vat you dink, Herman, I gif 
for de horse ?” 3 

*- T don’t know, Misder Hoffenstein.” 

“Vell, den, I vill dell you. I got himcheap. I gif dree 
dollars unda viddle. After I got de horse I finds dot he haf 
de vcrms, und don’t can do nothing but hang bis under lip 
down, und sleep all de day. Vile I vas trying to get de horse 
vell, de railroad cars come alorg und kill him. makes oud 
my claims against de railroad beople und I dells dem 
dot dey haf killed my buggy horse und dat he vas vort a 
bundred dollars. Von uf de railroad men dell me dot he vill 
envesdigate de matter, und to come back de next veek. Ven 
I goes back I says, ‘I haf come around to get de money for 
my horse vat you kill mit de cars.’ Vot you dink, Herman, 
de mansays? ‘ Vedon’t can pay younoding. Ve haf shust 
found out dat de killing uf your horse vos not an acci- 
dent. He vanted to commit suicide und got on de drack und 
vaited for de drain to run over him. De law says you don’t 
can get damagesfrom a railroad under dese circumstances; 


derefore, my dear sir, your claim vas vort nothag.’ My 
gr-rra-cious, Herman, dink how I vas swindled -by de rail- 
road, de infernal monopoly; but I got even mit dem any 
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vay. I heard a man say dot a railroad drain vould get Ippercolcatal... ‘nie panthen ames wm existence of over $6,090,000 of outstanding indebtedness 
ared und stop if dey saw a red light at night, und I dinks | Jef, Madison  tdtanapolis.. 105 contracted by the managers charging that the same consti- 
oter vot he says. Vell, my house vas near vere de can, City, #t, Seote & Gulf... Bit 164 | tutes ‘a first upon the Vermont Central and Vermont & 
vas, und a blind mule vat don’t to no von vas loafing | K tucky Cemtral..........+++++ we 2: Canada railroads,’ and praying that it might be so 
around. Afder a vile I dinks uf someding, und I gets a red | Tiy*ghore & Stich No... 350, 258 45 | adjudged by the Chancellor; that both the Vermont 
lamp one night, und ties it mit de mule’s neck, und dook him | Lehigh Coal & Nav. Co. Central and Canada roads might be sold to pay and satisfy 
vere de railroad runs, I leaves him dere. My gr-r-acious, | Lehigh V Siete si8 such debts, and that both said railroad corporations migt 
Herman, all dot night de drains vas vistling und sdopping | [fam eT Noe Gort sinith 227". be ordered to release all their interests in said roads to the 
und putting de on, de go r he swear at | Long map saneiadinse ds purcbaser or purchasers thereof at such pro sale, and 
eferyding vile he smashes de lamp und makes de mule go — that the Central Vermont Company might mitted to 
vay. Efery night for a gouple uf veeks I ties a red lamp Vermont & Canada, become a bidder and purchaser at such pro} sale. 
mit de mule’s neck, und sent him up de railroad drack. -_—_— **They went so far as to procure a special statute to he 


Ven he hears tha vistle, und de drain sdops, he knows he vill 

get beat mit sdicks if he sdopsdere, und he runs avay. Dot 

mule afder avile learned his pisness und he vould go oud 

a sdop efery drain vat run on de road.”— New Orleans 
tunes, 

He Can’t Be Killed. 


Such was the expression of a railroad man Monday as he 
related to a Sun reporter the mishaps of that excellent, law- 
abiding West End citizen, Mr. Larry Fagan. Mr. Fagan had 
some business at Holiidaysburg—legal, of course—on Mon- 
day, and that evening purchased a ticket to return to this 
city on the accommodation train arriving at 7:30 p. m. 
Our esteemed fellow-citizen, Mr. Fagan, did not take his 
seat in the cars, but, being of an elevated turn of mind, he 
took passage on the top, whether to enjoy the cool breeze 
and delightful scenery along the way, or to escape the lift- 
ing of tae ticket, so that it could be used again, is not 
known. All proceeded quite lovely with Mr. Fagan until 
the train passed under the trunk conveying the water 
across the railroad for Baker’s mill at Allegheny 
Furnace. The burly body of Mr. Fagan could not 
be squeezed through between the trunk and the car 
deck, and the result was that he was scraped off, falling 
down between the cars, Fortunately he stopped on the 
platforms, where he was found, none the worse for bis ad- 
venture, and compelled to surrender his ticket. But Mr. 
Fagan’s love of adventure was not yet ended. tle did not 
relish the idea of being hauled down to the depot and then 
walking back to Twentieth street, so he concluded to dis- 
mount at the ‘irst good upportunity. This occurred to him 
at the curve in the Fifth ward, and he made the leap. The 
last seen of Mr. Fagan he was rolling in the ditch. The train 
sped on to the depot, all parties being satisfied that no harm 
had befallen Mr. Fagan, nor could there toa man who had 
successfully tackled a stationary water trunk ona swiftly- 
moving train and escaped whole. _Fience the confident pre- 
diction o° the railroad man that ‘‘ Mr. Fagan can’t be killed,” 
atleast by the railroad company. Perhaps if he had tallen 
on the track he would have thrown the train off and killed 
and wounded a host of innocent people. Some persons are 
born to luck, and Mr, Fagan is one of them.— Altoona Sun, 
Oct. 8, 


Narrow Gauge Engines. 

Tu an article on locomotive practice, based upon ob.erva- 
tions made at the Baldwin Locomotive Works, the Iron Age 
says of narrow-zauge locomotives: ‘* The latest thing in 
this line which we bave seen has ten coupled driving wheels 
and the usual swinz-beam pony (2-wheeled) truck with a ra- 
dius bar. 
weight of the engine is 90,000 Ibs; yet this enormous weight, 
of which 80, Ibs, is on the drivers, gives a load of only 
8,000 Ibs. per wheel. A few years ago the narrow-gauge 
people were boasting of their light roads and light engines, 
and seemed to think they could not get things too light. For 
such people to be ordering 99,000-Ib. engines strikes us as 
rather good. A 45-ton engine is a very fair weight, espec- 
ially for a light road. 

“These narrow roads, it appears, from the experience of 
the builders, find it necessary to get as heavy engines as pos- 
sible, in order to handle any considerable traffic. The build- 
ers, therefore, have tomake up for the disadvantages of 
light rails and narrow gauge. he engine which we have 
just mentioned has 36-in. drivers, pl very close to each 
other. Ali the tires, save front and back pairs, are plain. 
Tae rigid wheel base is 12 ft. 8 in. only, and even this might 
be reduced. This makes it easy for them to run around 
sharp curves. Few engines have ever been turned out from 
avy works more striking in appearance than these.” 





ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 


Alaboma Great Southern...... 
Atchison, Topeka & Santa Fe .. 
Atlanta & Charlotte Air Line... 
Atlanta & West Point....... ... 
Baitimore & Hanover... eos 
Raltimore & Potomac......_... 
Boston, Concord & Montreal... 
Koston, Hoosac Tun. & West.. 
Boston & Lowell.....-....s.see6 
Bur., Cedar Rapids & No ..105, 120 
Bur., & Northwestera.......... 3:3 
Cairo & St. Louis..... ° 
Caimnden & Atilantic.. 
Cauda Southern ... 
Canadian Railroads sees B39 
Cape Fear & 1 adkin Valley.... 223 
Carolina Central 31 
Coniral Iowa 
Cc nmsral, of New Jersey. 











central PaciG@e.........0..6:5 
Charlotte, Col. & Augusta : 
Cnes. & Ohio Canal............ o3 
‘Mnieazo & Alton..... ...... 133, 151 
Cal, Sartinges & Quincy..... 180 
Chicago, Mil. & St. 4 


aul...... ; 
Chicago & Northwestern.. .4* 
Chit, Kock Islund & Pac. 





Chi. & West Michigan.......... > :: 58 
Cin., Hamilton & Dayton... ... u3) Champlain 351 
Cin., Richmond & &t. Wayne.. 349 133 


Ciacinnati S outhern.... ....... 52 
Cin., Wabash & Mivhigan...... 373 
Cleve. Col, Cin. & Ind.,.... 27 206 
Columbia & Green sille......... 4°6 
Col, & Hocklug Valley 

Columbus & Toledo... ee 
Concor.i eee 
Conn. & Passumpsic Rivers.... 5 9 



















Cousoidation Coat Cu . ....-. 164 
Cumberland Valley.... ... ... 548 
Dayton & Union .......... 44 
PRESS . 5... 205 550cce bw oeik Boe 59 
Del. & Iiudson Leased Lines... 44 


Delaware & Hudson Canal,.... 105 

: tern.... . 
Delaware Western........ 
Denver & Rio Grande .... 
Det. Grand Haven & MIL....... 
Dat., Lansing & Northern ... 
stastera K_R. Associ.-tlon. 
Eurexa & Palisade............. 152 









The cylinders are 18 by 20 in., and the total! Ra 


. roads.” They formed a plan of doing this, through the con- 


33 | into the capital stock of a new corporation to be chartered for 


vp | Cor 
28 | the name of the Central Vermont Railroad Company, un- 


234 | pending as a receivership-cause before Chancellor Royce, 
22 (and asked to have these roads turned over to the Central 
1 | Vermont Railroad Com: 


35 | railroad as a leased estate only, and 


4 
> | company at the time as a fraud upon this company, and as 


509 | mont charter which related to our right to rental, and we 
6y | resisted the application before C 
3 | out avail. made 


This oupeesy road being held and operated by the Cen- 
tral Vermont Company without any payment of rent, it has 
no financial statement to submit, and its annual report con- 
sists of a presentation of its case by the President, Mr. F. A. 
Brooks, who says: 

‘Let me first say to you that the late decision of the Su- 
preme Court of Vermont has determined, for the second 
time, that our railroad is not, and, since 1864, has not been, 
in the custody of the Court of Chancery through the officers 
or receivers of that Court, although it (the decision) is ad- 
verse to our corporation in other respects. 

‘‘As long ago as 1861 the legal status of this corporation 
was fixed and determined by the Supreme Court of Vermont 
(34 Vt. Rep., p. 2), by declaring it to be the lessor of its rail- 
road to the Vermont Central Railroad Company, under a 
perpetual lease, and the Vermont Central Railroad Company 
to be in possession of its road as a leasehold estate, subject to 
the payment to this compasy of the stipulated rent. That 
decision of the Court was written by Judge Barrett. At the 
time of that decision the rent payable to this corporation 
was largely in arrears, and the Court appointed receivers to 
operate the lessee road, and collect and apply the net earn- 
ings thereof to the arrears of rent until they should be fully 
paid. By an arrangement between the parties, termed a 
compromise, all this was accomplished during the first half 
of the year 1864. 

* These men. afterward made receivers, however, had 
been in possession of our railroad as assignees of the lessee 
before they had ever become receivers at all for collecting 
the rent due this corporation. And so, after they bad ceas:d 
to have any duty to perform to this corporation as oJicers 
of the Court of Chancery, they still remained in possession 
of our railroad, as they had a right to do by virtue of the 
assigoment or power conferred on them by the Vermont 
Central Railroad Company, the lessee of our rvad, in 1852. 
“Two of them at least, if not all of them, were at the 
same time directors and officers of the Vermont Central 
Railroad Corporation, and one of them (Gov. Smith) also 
claimed to have become the owner of the entire c pital 
stock of the Vermont Central Railroad Company, at execu- 
tion sale thereof, in a suit brought by him against that cor- 
poration, at a merely nominal price. And if he could ac- 
quire such shares at a nominal price to the ruin of the stock- 
holders, consistently with the trust he held asa director of 
tbat corporati.n, then he did own such entire capital, and 
so had become in effect the Vermont Central Corporation 
itself, or its proprietor. 

‘‘In these three men (Smith, Clark and Brainerd) were 
concentrated, prior to 1864, the offices of Receivers of the 
Court of Chancery, of directors of the Vermont Central 
ilroad_ Company, of trustees of first-mortgage Vermont 
Central Railroad bonds, and, as such, assignees of the leas? 
of our railroad from the Vermont Central Railroad Com- 
pany, and the sole proprietorship of the capital stock of that 
company. They soon became desirous of extending their 
railroad operations aud control beyond the limits of these 
two railroads of the lessor and lessee parties. For this pur- 
pose money was required with which to acquire other rail- 
road property. They did not, however, wish to borrow money 
on their own personal credit. They thought it would be 
much safer to get the Court of Chancery to set them up in 
this business of borrowing money on such credit as might be 
got from the representation that the Court of Chancery was 
in possession of and operating both railroads, and that they 
were the agents or officers of that Court with extraordinary 

wers, 

‘*In this way they proceeded to borrow money in large 
sums, and to issue their notes or bonds for it from time to 
time until September, 1872, when their paper went to pro- 
test. 


* * * % * * * % % 


‘*Both the funded and floating debis of these managers 
during this time had come to be about $6,000,000, not one 
dollar of which had inured to the benefit of the Vermont 
& Canada Railroad Company, unless the net earnings were 
insufficient to meet its rent, as they never were. 

‘** No more bonds or notes could be floated by these men, 
and the next question was, how could they retire those al- 
ready issued without losing their hold and control of the rail- 


version of all the outstanding securities of the Vermont Cen- 
tral Railroad Company, as well as those of their own issue, 


that purpose, and such a charter was applied for by them. 
A draft of this proposed charter was submitted to the then 
President of this corporation for approval. The charter so 
presented was found to be so drawn as to permit the new 
corporation to take possession of and operat: the Vermont 
& Canada Railroad without paying any rent tberefor, and 
it was objected to for that reason. 

“Thereupon, the draft of charter was altered so as to pro- 
vide expressly that our railroad should be taken by the new 
ration, if at all, only as aleaschold estate, and subject 
to the payment of the rental fixed by the old lease; and but 
for this alteration yielded to by them, this corporation 
would have opposed the grant of the charter, and probably 
defeated 1t. 

“These managers then (1872) procured their charter in 


dertook to organize under the same, and in June, 1873, 
went to Chancellor Royce (claiming to be still Receivers of 
tbe Court in pussession of the roads under the decree of 
1861) and alleged that the old suit of this corporation vs. 
the Vermont Central Railroad Company for its rent was still 


y, as a Receiver, by the order of 
this Chancellor, and without any regard to the provision in 
their charter, which permitted that company to take our 
subject to the payment 

of the rental provided for by said lease. 
“This proceeding was regarded by the directors of this 
an attempt to ove that provision of the Central Ver- 
= hancellor Royce, but with- 





VIGCHDUCLos..00000000-5. soecese the order as desired by the managers, 
Blin & Pere Mar Mette they being also at the time the directors and officers of the 
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= ‘or obtaining a hearing of this case before the full 
nch of the Supreme Court, and this hearing took place in 
the summer of 1877, and the decision came Oct. 30, 1877, 
being writtsn by the same Judge Barrett who had written 
the decision of 1861. The Court dismissed the bill. 
** The decision of 1877 contains two statements or findings, 
from either of which, as I think, it necessarily follows that 
the interest of this corporation in its railroad was not and ix 
not subject to the lien claimed thereon in favor of the trust 
creditors so-called, the plaintiffs in that suit, as well as in 
the last suit. 
‘That decision holds, in the first place, that, under the 
decree of 1861, it was ouly the right or interest of the Ver- 
mont Central lroad Company, as lessee in our railroa”’, 
that went into the bands of receivers, and not at ali the tiv e 
or interest in its road, which belonged to this corpuration , 
and that whatever property in our road did go into the r. - 
ceivers’ hands went there subject to the payment of the rent 
fixed by the lease and not otherwise. 
“Of course, if the Receivers took what they did of eur 
railroad subject to our rent charge, they could transm t 
nothing to others free and clear of that charge. 
“The second ground for the dismissal of that bill was of a 
more general character ; the Court, finding that the legiti- 
mate receivership, established by decree of 1861, came to an 
end in 1864 on the completion of the compromise, and that 
the former receivers under that decree, as such receivers, 
had been left without any office or relation of trust to the 
railroads derived from the Court of Chancery, it necessarily 
followed frow this finding that the debts contracted by the 
managers subsequently to 1864 (asall such debts were) could 
not have been contracted by them as officers of the Court cr 
of avy judicial trust, and so they could not make the rai.- 
road property, though remaining in their hands at the timc, 
trust property in any such sense as to render it. chargeab e 
for the performance or discharge of any judicial trust . 
More briefly, the judicial trust itself, failing or endivg, tle 
pledge or lien said to be founded on that particular tru-t 
must also fail. 
“Thus we have the Supreme Court twice on record upou 
this question, in a manner totally incompatible with the ex- 
istence of any power on the part of the former receivers 
(Smith, Clark and Brainerd) to subject the railroad of this 
corporation to any lien or charge for the same debts again 
set up as claims in this last case and again called * trust 
debts.’ ” 
Mr. Brooks then proceeds to comment at length on the de- 
cision of 1880, written by Judge Royce, and upon the fact 
that the decisions of the same judge when sitting as Char.- 
cellor have been uniformly against the Vermont & Canada 
Company. He closes with the following strong assertion-: 
“T would not for slight causes venture to im ugn the mx - 
tives or conduct of any man occupying a high judicial ste- 
tion; but I think we have the strongest reasons for distrust- 
ing this Judge; and that atrue regard for the honor of the 
judiciary demands of us to speak, and not to remain -vilent, 
under the circumstances of our present position. We have 
for many years been kept out of our rights through the 
countenance which this judicial functionary has aft. ed 10 
our adversaries and is st'll affording. These judicially sus- 
tained trespassers upon our rights have been enabled to take 
and keep hundreds of thousands of dollars of ill-gotten gains 
through this instrumentality. This railroad property ard 
its patronage is, and for years has been, so administered as 
to control the election of state officers, including the Judzcs 
whose offices are elective. 7 

‘What remedy then remains for us, unlessit be to cry out 
against such iniquity in high places, and to expose itso frr 
as we can, in the hope that, when understood by the people 
of Vermont, it may be brought to an end.” 


Louisville & Nashville. 


The report of this company for the year ending June 30 
last opens with the following statement of road worked : 

“ At the date of the last annual report the line comprised 
1,840 miles of road, bt as fully two-fifths of this h d been 
acquired and operated during only the last four months of 
that fiscal year, the statements of the year's operations could 
not exhibif the annual earning capacity of the property. 
The statements submitted with this report are, therefore, t' ¢ 
first exhibit of the operations of the consolidated line for an 
entire year. The length of road operated has remain! 
practically unchanged throughout the year ; the extension. f 
the Pensacola & Selma Division northward from Fensac | , 
32 miles, was completed in May, too late to affect the yea: « 
business to any appreciable extent. The unfinished gan |. - 
twcen upper and the low. r brat ches of this divis.on is 8. mil 

“The length of the road operated by the company 1s is 
foliows : 


First—Owned in Fee or Through Entire Capital Stock. 


Main stem 
Bardstown Branch 
Lebanon-Knoxville Branch . 
Richmond Branch 
Cecilian Branch 
Memphis Division............ 0 ..csececeeeeeeecenes . 
Henderson Division 
Pensacola Division 
Pensacola & Selma Division 
Pensacola Extension.........-.+++seesereeeeeeeeeeee t 





Southeast & St. Louis .... ...4. 0 cece cececeweeeeneee 208.00 

Mobile & Montgomery... .... .. . seeecee «ee +++ -180,00 

New Orleans & Mobile .............-sceeeceeevenees 141.00 

Ponchartrain Railroad .............66-cseeeeeeeeenes 5 » 
1,437.95 





Second—Operated Under Lease. 


Nashville & Decatur. 
Southern Division Cumberland & Ohio. . 











Glasgow Branch.......... .-. nul Aatenns ty een = 

Selma Division (W. R. R. of Ala)......--- «se+ees . 50.00 

210.17 
Third—Opvrated Under Stock M: jority. 

Miles, 

South & North Alabama... .. nreenah ndinanten tamatis 183.88 

Owensboro & Nashiville.........-.-.--cceceeceeevees 35.00 
- 228.68 
RT Aiecik <2. 108i, Sas vessseseties setae rtaes 1,872.00 


“This includes the 32 mules of the Pensacola & Selma 
road worked in May and June only.” 
In additionto the above mileage the company contrels 
through ownersbip of a ty of the stock 521 miles 








way aad tanec tes lento of ecae tith the Central, of 
ny, : iy 
Beserin. the Georgia road, 305 miles; the Atlanta & West 
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. Point, 87 miles; the Rome road, 20 miles; the Port Royal & 
Auguete 112 miles, and the Western, of Alabama, 117 
a total of 1,162 miles. The operations of these’ lines 

are not included in the report, but they increase the road 

- controlled and worked in its interest to 


3,034 miles. 
STOCK AND BONDS. 


The report says; ‘‘ The charter authorizes the company to 
increase its capital stock to an amount sufficient to repre- 
sent the full cost of the road and branches in stock. Under 

this authority, during the year just closed, and in view of 
‘ the large increase in the number of miles:‘of road owned and 
‘: rated, and the augmented earnings to result therefrom, 

the capital stock was increased from $9,059,361.30, as it 
stood on-June 30, 1880, to 18,130,913. 17. The outcome of the 
year’s has confirmed the anticipation of increased 

_ earningson which this doubling of the capital stock was based. 

The company bas earned enough lus over fixed charges to 

divide among the stockholders, for the year, 6 per cent. on 

their shares, and to carry forward a handsome balance to 
the credit of income account for the next year. : 

“The mortgage debt of the company shows, by compari- 
son with last year’s report, an increase of $23,089,020, con- 
sisting of the following new issue: 

General mortgage, 6 per cent. bonds..... .... ........ $10,361,000 






St. Louis Division, first mortgage, 6 per. cent. bonds.. 3,500,000 
St. Louis Division, second mortgage, 3 per cent. bonds 3,000,000 
Lebanon-Knoxville Branch, 6 per cent. bonds.... ..... ,500, 
Pensacola Division, 6 per cent. bonds.......... 600,000 
Pensacola & Selma Division, 6 per cent. bonds. 1,248,000 
New Orleans, Mobile & Texas debentures...... 3,000,000 
A Relea Fee) oe ee ROPE LEE $23,209,000 
op pepe: mortgage main office and 
BG nh sind bikin As ct badske's CMSUES AIO? [Tiree Ed y 
Redeemed, Memphis, Clarksville & Louisville . ‘ 
A Bi tid Tho dreds hana ote picatsecel . 32,98 
Redeemed, Lebanon Branch extension bonds. 77.000 vated 
———— 9,98 
Increase, as above stated. ........ 0 2.0... cece cece eee $23,089.020 
Mortgage debt, as per last report............... ...... 23,902,820 
Total mortgage debt June 30, 1881... .... ...... $46,991,840 


‘Of the above new issues the company has in its treasury, 
not yet marketed, the $1,500,000 Lebanon- Knoxville Branch 
bonds and the $1,248,000 Pensacola & Selma Div:sion bonds, 
the proceeds, when realized, to be applied to the cost. of the 
improvement and extension of those roads respectively. The 
other issues enumerated have been applied to the discharge 
of the obligations incurred in the purchase of the recently 
acquired roads and the extensive improvement thereof, and 
for large additions to the equipment of the line.” 

There has been some doubt as to the legality of the New 
Orleans, Mobile & Texas debentures, and a compromise has 
been made by which they will be replaced by $900,000 New 
Orleans Division second-mortgage bonds, reducing the total 
debt by $2,100,000, 

The stock and debt per mile are as follows : 


Total. Per mile. 
oa acacd chs cf anaesyvaiwad enbans $18,130,913 $11,835 
Mortgage debt...............ceeeeeee 46,991,840 30,673 

Total stock and debt ..... .... $65,122,753 $42,508 


This is based on 1,532 miles of road—904 miles owned in 
fee, 534 miles owned outright through stock and 94 miles 
owned in fee and now under construction. 

The floating debt of the company (other than amounts due 
on audited bills and pay-rolls for the last month of the fiscal 
year, which were discharged during the ensuing month) con- 
sists in large pest of obliga‘ions issued in settlement of roll- 
ing steck added to the equipment of the line prior to the 
marketing of the company’s recent bond issues. The pro- 
ceeds of the latter, unexpended, are applied to the extin- 
guisbment of these debts as rapidly as they mature, so that 
by the close of another fiscal.year the company will have 
little or no debt of this character. 


EARNINGS AND EXPENSES. 


No proper comparison can be made with the preceding 
year, on account of the changes in mileage and the fact that 
most of the newly-acquired lines were worked only for a 
part of 1879-80. We give, however, the earnings and ex- 
penses for three years, as follows: 





1880-81. 1879-80. 1878-79. 
Gross earnings... $10,911,650.63 $7,435.843.04 $5,387,595.54 
Expenses... ...... 6,713,132.31L .4,208,199.41  3,155,823.78 
Net earnings $4,198,518.32 $3,227,643.63 $2,231,771.76 
Gross earn, pr mile 5,930.24 6,050.32 5,538.80 
Net 4 ie 2,281.80 2,626.24 2,168.79 
Per cent. of exps.. 61.52 6.59 58.57 


The average mileage worked was 1,840 miles in 1880-81 ; 
1,229 in 1879-80, and 972 miles in 1878-79. 

The 972 miles worked in 1878-79 earned $6,335,907 in 
1879-80, and $6,897,908 iu 1880-81, showing that the com- 
pavy would have had alarge increase in earnings without 
any additional mileage. Itis possible, however, that these 
lines would have earned less, had the others not been under 
the management of this company. 

‘perses were increased by large renewals avd repairs 
required on most of the new lines, generally in poor condition 
when bought or jeased. 

The income account was as follows : 
ins kk un canines, bedeehe ics scasee 
SEE, UMD Gale a hoe cc cot ce ciedoctedereccvccccses 
Mail and express................. 

Miscellaneous 


$7,407 ,402.78 
2,599,353.20 
449,072.36 
455,822 29 
I... Ibsadtnd maadshed $10,911,650.63 
I IID 0.8 0.0 0.6.0.5 swe scindamestumensasbese 6,713,132.31 
RUN NID 6 ok wince sedi cvceusecectccuaeeivuc $4,198,518.32 
Interest on investments 225,209.17 
228,382.62 


Total available income 


$4,652,110.11 


Interest, rentals and all charges...... $3,079,088,.41 
Dividends, 6 per cent............. .... 1,087,800. 
——a—— ©64106,888.41 
Balance tocredit of income...................- ~ $485,221.70 


Two dividends, each of 3 per cent., were paid from the 
earnings of the year, one Feb. 1 and one Aug. 1, 1881. 


OLD AND NEW LINES. 

The report speaks as follows of the various lines of the 
company: — 

“ During the past vear it was deemed desirable to resume 
the extension of the Knoxville Branch to the Tennessee line, 
under a contract with the Kast Tennessee, Virginia & 
Georgia Railroad, to extend their Knoxville & Ohio Branch 
to mest us at that point by Jan. 1, 1883. Work was accord- 
ingly resumed upon that branch, and is pecgreting well. It 

open a valuable through line to East Tennessee and 


the structure is obtained from the 


immediately opposite the city of Henderson, and the laws of 
Indiana permit the company to land 
and to connect its track with the track of our St, Louis 


upon the Indiana side, 


Division. As soon as the necessary approval of the plans of 
‘e nited States War De- 
partment, active operations for the foundations will begin. 
Meanwhile, the increasing business of the St. Louis and 
Henderson divisions indicates the great value the bridge will 
possess, and the immense Venefits it will confer on our entire 
system. The present transfer is 12 miles by boat, and is 
always closed for some time during the winter by ice. The 
track will be brought down on the Indiana side as rapidly 
as possible, and a temporary transfer put in, which can be 
kept open during the winter while the bridge is under con- 
struction, as a work of its magnitude will require at least 
two years to be completed. 

‘“‘The Pontchartrain road when acquired was in very bad 
condition, and the terminus on Lake Pontchartrain had gone 
toruin. It has now been put in excellent order, and an at- 
tractive summer resort has been made at the lake. It is 
developing a large excursion and suburban travel, and will 
in future, it is hoped, become a valuable piece of property. 

‘* The Owensboro & Nashville, from motives of economy, 
was operated by this company during the past year, but 
being entirely isolated from our system, the results were 
not very encouraging. 

““The purchase of the Paducah & Elizubethtown road by 
the Chesapeake & Ohio also made it more desirable that a 
copnection should be made with the rest of our system, to 
enable us to derive any advantage whatever from the 
ownership of the road. It was therefore determined that, 
at the end of the fiscal year, a separate organization should 
take charge of this road, and be assisted in extending its 
line through to Springfield. on the Henderson Division, the 
necessary grading being already in great part finished. 
rhis will give our system still another outlet to the Ohio 
River, and at: the same time will develop a valuable coal 
field. Already steps are being taken by companies in 
Indiana to meet us, at Owensboro, with connections to the 
principal Western lines. Every such outlet to the Ohio adds 
much to the strength and capacity of our system, and this is 
expected to make a good paying property out of what, in its 
present condition, is unprofitable, 

“* An opportunity being offered during the year to acquire 
a half interest in the lease of the Georgia Railroad, includ- 
ing its investments in the other roads connected with it, it 
was taken advantage of by your board, the remaining half 
interest i taken by the Central Railroad & Banking 
Company, of Georgia. he lease is for 99 years, at an an- 
nual rental of $600,000, the lessees receiving the benefits 
and profits of all its investments in other roads. This gives 
us, in conjunction with the Central, of Georgia, the control of 
641 miles of railroad, extenting, from Montgomery, Ala., 
where it connects with our system, through ‘the best local 
towns and villages of Alabama and Georgia, and the cities 
of Atlanta and Augusta, to the harbor of Port Royal, the 
best on the coast south of New York. It also cements 
our alliance with the Central Railroad, of Georgia, con- 
trolling 933 miles of road, comprising the cream of 
the local business of Southwestern Georgia and South- 
eastern Alabama, possessing at Savannah the finest termi- 
nal facilities south of Baltimore, and a magnificent fleet of 
new iron steamers plying to New York and other Northern 
pom This lease, also, of necessity, makes au ally of the 
South Carolina railroad, giving us two connections between 
Augusta and Charleston. Our system, therefore, now, not 
only in itself connects the Western cities of Cincinnati, 
Louisville, Evansville, St. Louis and Memphis with each 
other and with the three Gulf ports, Pensacola, Mobile and 
New Orleans, but also, with the Georgia and Central rail- 
roads, connects these eight cities with the Atlantic ports of 
Charleston, Port Royal and Savannah, and through them 
with New York. The lease, it is believed, will return a 
profit, even from the first, and become very valuable with 
the future development of the South, besides securing the 
control of such important lines. 

‘* A liberal charter was granted last winter to the Pensa. 
cola, & Atlantic Company, by the state of Florida, and a 
valuable land grant of 25, acres per mile, to énable it to 
build a road from Pensacola to Chattahoochee. As this road 
will give a very desirable connection for Florida business, 
your board has secured a control of this company and a 
majority of its stock. 1t will be built as rapidly as possible, 
and will greatly strengthen our position in the South. Its 
length will be about 170 miles. 

“*The charter of the Georgia Western Company was 
bought in the latter part of 1879, with a view to the early 
construction of a line from Birmingham to Atlanta. Later 
developments removed the necessity for building this road 
ourselves, and we offered the charter at about cost to any 
company which would undertake to build it with a reasona- 
ble prospect of carrying it through and assure us of a right 
to use the line built should we desire to use it. A company 
was formed under the auspices of Gen. Gordon, whocomplied 
with the conditions and took the charter. There seems a 


fair prospect of the road being finished, which will afford us P 


another connection to Atlanta. 

‘** Tn the interval between the close of the tiscal year, June 
30, 1881, and the preparation of this report, your company 
has obtained the control or the Louisville, Cincinnati & Lex- 
ington road by the purchase of its entire stock, representing 
174.90 milesof snorthern standard-gauge and 11 miles of 
narrow-gauge road owner, and 51.60 miles of standard-gauge 
leased—a total of 237.50 miles. This is considered one of 
the most important and valuable of. all the recent acquisi- 
tions of your company. It is proposed to incorporate it into 
your system of roads as an integral part thereof, and oper- 


ate it simply asa division. This will ao very 4 be accom- 
plished by Nov. 1, and its earnings, after that date, will ap- 


pear in our weekly and monthly reports. 
‘* There is nothing special to be said of the other roads of 
our system. All are being rapidly improved in physical 
condition—rolling stock, terminal facilities, etc., but yet the 
pressure of increasing business more than keeps up with our 
utmost efforts.” 
CONDITION OF ROAD. 


The total expenditures in the Road Department for the 
year were $1,843,331.40. On the Main Stem and the older 
lines there was a decrease. the increase being chiefly on the 
newly acquired roads. There were laid on the whole line 
during the year 10,340 tons steel and 4,165 tons irun rails, 
being an increase over the preceding year of 3,046 tons 
steel and 1,003 tons of iron. 

The bridges on the various divisions of this road have all 
been kept in good condition, but the increase of the weight 
of the rolling stock has made it necessary to rebuild a good 
many of the larger ns that would have lasted a long 
time if no changes had been made in the rolling stock. 

Of larger spans the following have been rebuilt during 
this fiscal year: 


bridge over the Bayou Conner is now in course of construc- 


on. 

Steps have been taken for rebuilding the following. spans 
of bridges during the coming fiscal year : 

On the Main Stem, Dry Creek, Mousco Creek and Bacon 


Creek. 

On the Henderson Division, two spans of the Red River 
bridge. 

On the St. Louis Division, one span over Pigeon Creek and 
one over O’Kaw River. each 180 ft. long. 

On the Nashville & Decatur, four spans of the. Tennessee 
River bridge, each 150 ft. iong, which expense will. be 
borne jointly with the Memphis & Charleston road. 

Steps have also been taken for building a large and fine 
new passenger depot at Louisville, and union passenger 
depots at Nashville and at Mobile, and a passenger depot at 
New Orleans. 

The total amount expended on construction account during 
the year was $1,869,040.64; the largest items being $1,461,- 
676.51 on the Main Stem, and $118,243.34 on the Pensacola 
& Selma road. 

The construction account is largely heavier than former 
years, from the fact that increased business has demanded it 
to some considerable extent—the main reason being, however, 
that the roads lately acquired were so inadequately pro- 
vided with rolling-stock that large additions had to be made. 


GENERAL REMARKS. 


President Baldwin’s report says, in conclusion: 

‘To your directors the outlook for the future of the prop- 
erty is most encouraging. The year just closed has mn, 
in short, a trial year, and the result is eminently satisfactory 
—justifying the faith which induced you_to undertake the 
extension of your line northward of the Obio River, and be- 

ond to the Mississippi, at St. Louis, and southward to the 
Gulf ports of Pensacola, Mobile and New Orleans. The 
success which has marked the first year of the enterprise 
warrants the expectation of yet more gratifying results. 
The sections of country traversed by lines of road continue 
to grow in prosperity. A wider area of soil is cultivated 
year by year. Farmers and planters are availing them- 
selves more and more of the aid of labor-saving machinery 
and fertilizers to increase the yield of crops. Manu- 
facturing industries are increasing rapidly, giving va- 
riety to the employments and productions of the popula- 
tion. The minerals in which many parts of the South are 
so rich are begiuning to contribute to the general wealth. 
The people are gaining in thrift and management. The at- 
tention of capital is now more thanever before directed to 
the Southern States, and the advantages they offer to the 
investment seeker in the way of productive soil, equable 
climate, abounding minerals, vast timber tracts, etc., are no 
longer ignored, as is evidenced iy oe multiplicity of new 
enterprises springing up on every hand. All these contribute 
to the growth and earning capacity of your property. The 
volume of traffic increases so rapidly that, although rates 
are constantly decreasing, your revenues grow from season 
to season. The large additions being made to the rolling 
stock of the line hardly keep pace with the demands for 
transportation, and further contracts are being made beyond 
any previous expectation. In addition to this grow- 
ing and crowding traffic, which promises so well for 
the revenues of the gene: 5 another element of suc- 
cess merits remark. The relations between the company 
and the communities whose channel of trade it is are charac- 
terized by increasing evidences of intelligent co-operation 
and mutual confidence and support. It is the policy and the 
purpose of the administration to sedulously foster the inter- 
ests of the people with whom its business is done, and to 
build up their prosperity, confident that in this course rests 
the assurance of the best results to the stockholders and the 
durable success of the company. 

‘In conclusion, the President and directors. desire to ac- 
cord all credit to the general and department officers, 
charged with the immediate management of the property 
and its operations, and the employés in all departments. 
The interests of the company have been faithfully served 
and skillfully furthered at their hands,” 





Delaware & Hudson Canal. 


This company owns a canal from Honesdale, Pa., to the 
Hudson River at Rondout, N Y., 108 miles. It owns the 
Deleware & Hudson and the Lackawanna & Susquehanna 
roads, extending from Plymouth, Pa., to Nineveh, N. Y., 
58.52 miles, with 98.30 miles of branches and gravity roads; 
the Cherry Valley, Sharon & Albany road, 20.91 miles, and 
the Schenectady & Duanesburg road, 13.84 miles. It leases 
the Albany & Susquehanna road, from Binghamton to Al- 
bany, 142.20 miles; the Rensselaer & Saratoga and branches, 
182.62 miles, and the New York & Canada and branches, 
149.91 miles, making 108 miles of canal and 191.57 miles of 
railroad owned, and 666.30 miles of railroad worked. The 
New York & Canada road is, indeed, practically owned, 
though a separate organization. It also ownsa great coal 
roperty, and its operations are chiefly dependent upon and 
subsidiary to its mining, sale and transportation of anthracite 
coal. The report is for the year ending Dec. 31, 1880. 

The general account, condensed, is as follows: 


GE. iin icv nn'dy ne Gund nvoch Ones dguvtescisapebacey $20.060,000 .00 
Ns ib.sichaniadin ca Kecbbineduicde eabRewadpasrdd bs tenaees 19,837,000 00 
Notes payable, depositors, January interest, etc... 1,003,827.77 
PS ete DOM. oso oi sik son fies weds cde sdecvecess 10,786.79 





RE osc scchicnia taeeashades tiene eee ....$41,041,614.56 
ARIA Ree aes Te Pree $6,339,210.49 
Railroad and equipment.............. 6.414.759 .61 
Other railroads owned...... ......... 4,974,687 .99 


Real estate, mine improvements, ete.11,559,574.96 





Boats, barges and steamboa's 579,436. 

Coal yards and fixtures........... 167,355.47 
TOURER TIOEB | 6:0 crv eside casscpes Vous 14,734.80 
Pas ik 16 64K S:Oias. sac, coped qqree 2,130. 

eer eer ee eeeee 727,283 .68 
Advances to leased lines............. 608.894 .67 
Sunday assets, stocks and bonds... .. 4,294,707 .41 
Advances on coal royalties.... ...... 613,181.C6 
Bills and accounts receivable........ 1,164,955 .49 
CR ses isdn ad vibe SOAS SE ooRaens . 2,620,701.51 


_— 41,041,614 .56 


Stozk and bonded debt were not changed in amount dur- 
ing the year. Of the total issue of bonds of 1877—$5,000,- 
000—nearly all have been used in paying off prior bonds 
and other debts, the net increase of debt by this issue having 
been only $177,978 iu all. 

The stocks and bonds owned are as fcllows: 

Albany & Susquehanna stock .. 
Rensselaer & Saratoga stock.. 
Miscellaneous stocks 


NR es Soy abs cEEETSY “e 
Bostou, Hartford & Erie bonds........ 














e is >. DOME icnicnnicenntogscnce 86,710.00 

North Carolina and Virginia, and also develops some un-| On the Henderson Division, three spans of 83 ft., over on, & Susquehanna consols ... ... 275,000 .00 

sr yA fine coal and iron deposits, which will give a large | Little River, have been built with substantial stone abut- — & Hudson Canal bonds (963) pL 

local business. . ments. un e Wenecusspad duh. cecscpecabbegeetes 74, 2 
-. “Under resolutions adopted at the last stockholders’ mect-| On the St. Louis Division. one span of 140 ft., with stone eee 
ie ing, this company has subscribed to the stock of the Hender- | abutments, has been built over Big Creek; two spans of T $4,294,707.41 
ie soa 150 ft. each, the Little Wabash River: and one leith = wole sine venice bengehautina, kopmnenn taal J 
Bib the wrought-iron draw-span of 280 ft,, over the abasb. 


There was a decrease of $330,338 in the amount of Alban 


> Which has been duly organized under 
Mi for the bridge iy &8 


Company, 
given by the state of . 
eer, ssp "Da the Mobile & Movtgomery 8” new wrought-iron draw. conwoldated boads ad of $48,000 fa Albay 


Sen 
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i 











































During the current year, however, dividends have been re 
sumed. 


Huntingdon & Broad Top Mountain. 


This company owns a line from Huntingdon, Pa., to Mt. 
Dallas, 45 miles, with 17 miles of coal branches. The report 





is for the year ending 


The equipment own 
7 baggage and 62 freight cars. 
cars owned by other 
use on the road. 


ed consists of 18 engines, 4 passenger. 


lroad and mining companies are in 


A large number of c 


The general account is as follows: 


Stock 
Bonded debt. 
Bills and accounts. ... 
Transportation, 1880 








313,312.45 





Profit and loss 45,172.94 
Mabe Fo Se nad 996,204.75 
pO Pere ir ee 
— assets....... 
Expenses, etc., 1880 
—- 4,996,204.75 





Of the stock $929,900 is preferred stock. The bonded 
debt includes interest scrip, and consists of $481,332.50 first- 
mortgage, $421,062.50 second-mortgage, $1,502,205 consoli- 
dated bonds and $3,414.79 convertible scrip. 

The traffic for the year was as follows: 


1880. 1879. 5 P. c, 

Train miles......... 219,200 166,957 52,743 31.5 
Passengers carried . . 46,560 .778 57.0 
Passenger miles .... 1,217,232 931 421,301 53.0 
Tons coal......... - 417.330 313,525 103,805 33.1 
Tons other freight.. 147,612 101,872 45,740 44.9 
Total ton miles. ....17,378,442 12,778,266 4,600,176 36.0 
Of the coal carried last year 174,737 tons were Broad Top 
coal, mined on the line, and 242,598 tons were Cumberland 


coal, carried through from Mt. Dallas to Huntingdon for the 


Pennsylvania pan ono cs was a large increase in gen- N 


eral business as well as 











00 | Oualaska, Wis., to La Crosse 
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Three empty cars rated as two loaded ones. 















































































OcTOBER 14, -1881] > B69 
* Susquehanna, ern The face value of Boston, Hartford LOCOMOTIVE RETURNS, MAY, 1881. ro a 
e bonds held ,400,000. . pe donk Tee et sty ite iene 
The statement for the leased lines, including the Albany Master Mechanics of all American railroads are invited to.send ns their monthly returnsforthistable, - =| 
& uebanna, , Saratoga and the New Average | Coste, oe . LYONS VERAGK 
York & Canada roads, is as follows: : MILEAGE. Mies Rus To Tain | onsen ‘a! Cost ait 2 ITs FOR Ser or 
1880, 1879. Inc, orDec. P.c. . o > | 4 9g i i fs Ss aoe , 4 
Passengers. $1,241,570 $1,056.053 I. $185,517 17.5 g\s (Siebel Fie a ey rere? z 
Freigh*..... 802,507 1,994,703 I. 807,804 40.5 z | § 5 | ale | & | & | ad a a £ 
Other....... 67,410 "102,083 D. 34,673 34.0 Sigh | B/S ale g |S : | § : 
pide ses NaME oF jRoAb. g by >. of 3 i ¢ 5 > Prior? : é : 3 8 
Tobal...<.5.ceuscvaee $4,111,487 $3,152,839 I. $958,648 30.4 &| 5 Pe (BIS) B)S) 2) 8) Bi EL: ie 
Expenses.......ecsss ;392,462 1,761,760 I: 680,702 35.8 : PE Pepe: (RLS ebay: ga|: | } A 
; - ag : 7 } 3 oe Hee | = = = ? S b ° & : 
Net earnings........ $1,719,025 $1,391,079 I. $327,946 23.6 - Pao pry? mean i | : ; itets: | £3 
entals.....-........, 1:733,668 ~1,707'138 I. 26.530 1.5 :|$ eB |: |: SS SaaS | a fo} eb: 
2 aliens . ee yr Ss ; : ~( l . ry : ; Pres 
Pn hacer age seca aor ~4 i. mg 4 9 ee goat ‘ead C2 Gia See Weed Waa) ‘ica hid dete —=* —|— wnt oS 
dross earn. per mi . A 30.4 : , a| | 2.10 29,80! 5.826, 0. | my) 
tone, AP J@zl =» «020 T. "waz 23.6 | Algeheny Talley, River Divw...| 199) Fi] Saab, Tove Skool... 1340) 290) 00! deca] ocnes) Sql Soel Ocpolsccc2,| S48) ABRs eos 
Rental per mile....... 3,652 3.592 I. 60 1.5] Bufr., Pitts. & West*..2.7°.°727""] W80)....|...... sei el So Lan a Rariak besheeedheaanheenik: laashhileves phemaatlt > use 
Per cent. of exps. ... 58.19 55.88 I, eS Central Pacific, Western Div.+../ 209 89) 89,920) 2,697| 59.37) .. 7.37. 00) 0.52) 0.36) 6.91/ 21.22) 6.50°4.50 
The result is a very great umprovement. The increase ae pan ratte Diva.t ‘| ml 3 seisor| } Jans pee "re" TB 20) i 337 oar 7 al so by} te 
— in acme r wo ge — bc very large. 12) 38,742) 2,312, 37.08)......| 19. | 0.48 0.48) 9.13) 39.51/10,.00 4.50 
be pet emeape Oe ee rene ween Relinre: 1870. Wi 106,401 soo 15.48 ‘55 18.20 0.50) 0.28) 9.00 28.40/10.00) 4.50 
From Honesdale by canal and railroad.....1,531,951 1,933,874 woe? nee! vooees| iO! Tot| 1s17] 00 O87! Faoleeael Aoolees 
South from mineS.........60. weseseveneeees 59, 56,278 6,695} 1,674|...... 72.38 19.81 -. 15.39) 6.22) 0.44) 027, 5.61) 89,841...... 4.50 
Erie Railroad and Western..... ............ 480,576 583,665 ito DI 93,538! 2/947) ....../25.38) 10.77) ...... -ceseciecesen|e . 2.64 17.78) 0.46) 0.33) ssn) S808 + eee| 450 
North by Albany & Susquehanna. ........ 402, 357,673 : v.+ py ~ Baa ss. * oe aaa te nae tees SH bes by See! oa 21.51}. és 4 
2 . ‘ ee Div. . / | 33.75 23. 11) . | 7.90).28.98) 
Local ales, G05". i5c. ce i icccccsewestee ecese 199,994 900 ibolat. Div. 50.57 am $1.6 peoes pl is - $37 15.70) Oss 0.58) 772 hoa $50 +3 
Total company’s coal.... ...... ..... 2,674,705 3,054,390 a” : 501 200 500), $90) 4.90] 0.491... “60! 14: 
Transported for other parties ...22.022.027. "372.889 "3577673 | Ot, # Eastern Ill. Moera10| 227777") $0,001.22 WON, Bs 370 £10] 090.707") Lao ttelce 
Cleveland & Pittsburgh*........ 225) 90 205,365) 2,289) 44.07 - 17.92) 4.00) 17.20) 2,804) 0.918) 3.69) 3.36) 0.54) 2.00) 6.40) 16.08} 1.40 3.00 
Total. ......0 cece snes coccescecccceecs 3,047,594 3,412,063 eve. Tus. Val. & Wheeling... 158| 28! 78,831! 2,630) 85.02 13.44)...... .00} .sc00e cada 3.89 2.79) 0.60)...... aes pie 0.90 2.00 
There was a decrease’in the amount of coal mined and |“ Bicomsbure Div.§ | go) 28) 617| 2,562}-...0.)...00 Res tee) Bas oe 8.28) ....../ 0.58|...... | 4.90] 8.76)....4.... 
shipped, but generally better rates were obtained for the e & Pittsburgh vececececeesss} OB) 20) 787em) S717, 4040)--"~ 17. 85, 6.05, 0.66|" 133) 6.4n| 17.34) 205 2.06 
tput. Grand Rapids & Indiana....... | 332) 42) 129:991|~ 3.095) 41.65/39. r 8.27| 7.86) 0.46) 3.73) 5.67) 20.99! 3.50 2.50 
rr n Bay & Minn: (247) 16 77), 2'36» 50.29 796 $34, 0.06] 0.00, 4.68 21.011 450 Bar 
The profit and loss account, showing the result of the year, | Miinois Central, Chicago Div.j. | 365/102} 261/099; 9°50 35.48|...... 1436 | 5. 82) 4.73| O.83!...... | 5.s6| 15:74) 1.60) 3.25 
was as follows: Middle Div.}...............0c008 | 101) 19) 16,753) — 882| 37.81)...,.. 19. J AB) 4 35) 0.28) ..... | 4.04) 10.67) 1.60 3.25 
aden al Monde. Cosi. civeecane 2.0 tkte Svboo ke Ws $7,210,524.86 | North Div.}..............06 5 oe | 66) 196:494) 2,437) 28.50)... 12.84 § 72} 5.85) 0.36)...... | 5.58) 17.51) 160 9.25 
AODMAY ONES 50's 55a 5 PAs ais Sind. SE TKaed Apis onlwane 42,810.30 Gorin BOE DIV fe 00.0004 o00c0 | dor is este ioe £5.43 eee | 7 ‘” be os 5:80 Pr by Stedee em ery if en 
Net earnings, raiJroads in Pennsylvania............ 1,948.70 | Jeg, Madison & Indianap.*. ... 225) 41, 114'397, 279) 44.16) ..... 15.36, 3.21 20.32 9600/7040 432 6.47, 0.31) 845) 5.84| 19.80| 268 2.40 
Intereston investments ..............0.000.  eeeeee 312.243.18 | Kan’ City, St. Jo. & Coun. Bit... 247) 88. 107°'741, 2/835 52.70)...... 23.20 8.30 14.49.0000... 3.90, 4.30! O.30)...... | 6.40) 14.90 10 8.50 
Miscellaneous profits”... ...........0..00cceeceeeeees 93,516.41 | Lake Shore & Mich. So. it isa ; rs 0.81) ....+. | 6.16) 18.21| 2.60 5.00 
Coal on hand Dee. 31, 1880....... 2... ...seeeeceesee 727,283.68 | Buffalo Div.t.............,...02|-+++ 81 179,606) 2,217| 37.34/66.29 21.95) «.... 2-004) «+ + Jeeeees 4.66 7.16) 
ORDA Hi | ie Div.t........ |119|* 261,008; 2/193) 35.72)......| 25.82). 6.00) 6.59} 0.32) ...... | 5.84) 18.75] 2.27 5.48 
Sn OE RCO aR ee CS PR $8,948,327.13 88 2,008, 27.57 (64.42) 15.06. $01) BAG) 0-45)... + 6.51) 20.57| 2.07) 4.08 
Coal on hand Dec. 81, 1879........22.". $8266" °° eet ate ol rane, | ios) Sol 065 “gsé) Sasltaeel. nd oe 
Sainte ee. 565550 dsk. sLecees. cece 3.171.369.33 2.084 5 45|00-00) 10-30 6:56) 17.19! 8.054] 1.960 Boo) B76] O30] Tat] Oop toeel LOO ee 
Transportation i f 2569, 32.81| 7.85 3.61 15.38 8.410)1.210 3.63 5.32) 0.22) 1.75| 6.51 17.38) L71L 258 
Freight of coal and canal expenses 306. 2,598 35.56) 5.34 4.74 13.0, 2.930) 1.610 2.87 5.79) 0.28 1.59, 5.056 16.40) 2.26 2.00 
. Rondout expenses 4 8.109 .68) A 35 Zz Se r. A P 4 fi - ° 2.20 
Roni 934. 09) 20-63) 4.07 4.35 15.45) 2.330) 1.290) 2.92 6.31) 0.32 1.52). 6.28, 17.35) 1.81, 2.2% 
Freight paid other lines "005.2 2.355 26.57| -/ 12.78 414 15.93 4.650 1.469 5.45, 7.00) 0.41) 0.64) 590) 19.40 ,o0 2.50 
Tas Bh egg WHS Ber fax 428 Un) £m 848) Wo) Eae) SSE HOM he U8 
Scene we wesseeseersereserereee ’ . > cf a ! ' ie oa . . t . Be 
Salaries and miscellaneous............ 141,359.88 $309] 28.01|..., 1RAB BS) ABs 6 LO L330! 9.08) 437] 0.30] Lad! 35,2047] L2L Lae 
Harbor and yard expenses........... 241.90 2'573| 36.70) - 14.06 5.14 18.52 4.019 0.939; 8.19) 7.97) 0.35) 1.29) 6.23 24.08] 3.93) Le» 
 pompong TOPS. nati See eaerry xsd 726, ez. 4 eh veiedee BOA). pene 2.700 6.97, By 08 1.36) a8) oe a 191 
; OOOON MOE. 5. .-. cen cccecce 2 1, 628). ...-/ BL. . -57| 11.03) 0. 50)... 
aban 0) _ nS 7,56,904.42 | ¥ b908| 34.73 ).0.02, 1888 2 3:77| 616) 0.61)......| 6.31|1685| 2.06) 864 
156,904.42 802% 27.84 |..... 2.71, S| 7-38) Ball... | SOT 17.00) ESS 206 
Balance, profit for the year................... $1,351,422.71 3908 Sa88. 2. 18-28 ire 255) 2200 633 ii ool 100 ace 
This net balance compares with a loss of $630,643 in the 8,967) 37.67|......, 15.81 0. | SMB) DO) e ons seca 
preceding year, a change of $1,982,066. , ery $0.00.) arae «. | Bib0 doo! “:.:| Toso} 830 Red 
The President’s report says: ‘‘ The result of the business 1,784) $4.35)......| 11.35).. 9.40} 0.80). | 8.20 3.04 
for the year showing a profit of $1,351,422, or a fraction 2,808 27.98).. al | See Sar: et) Leltee 
over 634 per cent. upon the capital stock, may be regarded. 2'756 26.15). ....| 11.96 4.69) 0.80): 1.20) 2:80 
as satisfactory, especially when it is considered that in the 2,154) 20.42 15.97... | 5.90) 0.60 1.20) 2.81 
early part of the year the price of coal was not remune- 2,020) 37.64 A 1 | 8-90) 0.20) 0} 1.20) 2.81 
: . 1.791 26.32}...2..| 21.23 .. 4.60) 0.50). 8.00) 120 2:82 
rative, and only became so after the general adoption, in 2.442 31.19)...... 24.39 8.90) 0.40)......)...... | 14.90) 1.20 2.96 
March, of the restrictive policy in production. After this, 2,146 39.72)... . 19.20 5.10) 0,60)......|..00.. | 7.7)) 1.96) 3.87 
the buyers of coal, accustomed to the low prices caused by 1,487 43.46|......, 15.63 | — | Sebdebleccebll 4.90) 1.20) 2.81 
years of unhealthy competition, and, lacking faith in the 490,338 3,291 39 15]...... 18.10 | 4.68) 0.64) 1.46) 6.35) 16.16) 1.88) 1.88 
Ftc ed po ein apna action on the part of the pro- — a aN focnese 418,744) 3,570 38.59)... .| 18.25 | 4.76) 0.33) 1.62) 6.03/ 17.87| 1.83 1.58 
ucers, took coal only as necessity compelled them. a | tile Miami Dive” 108.085' 2.771 45.96 5.30) 0.59) 3.21) 5.96) 19.80) 2.87, 1.50 
consequence of such action, the mines, for the greater part in Coast L. a ged WR she 4 byene te ehor 29.30). 3.39! 0.51, 2.49 5.81/20.43| 0.95. L'so 
of the year, were worked on half time; the old accumu- | Wabash, St. L. & Pacific, | s 4 | onl 
lations of coal were exhausted, and the year closed upon watt sor EV on ccansegeroe 108, 740 3030 oy pangee| SP MN dnsG-.issbacefoocccetoneie Pr -d Ry: by pabgoe 6.51) isos. by -4 £50 
new tnavitcin” ‘te oa dition to the above, the business of this | Wt Jermeyt.........000.00° 2 x " SE esata) SOEs cn0esl boo) a] vvvos choad oo 80) 11.00, 0.60 ).0.006 soe, 90 | 
company was seriously by a continued drought, 7 roe RE OT re . . sce: tintin, thie aan aude 
which compelled a long suspension of business on the canal, | _ } Sivgembty care rated ag three loaded ones 1 sa engines, | rated as thine Road ones, wet © miles per hour; five empty car 
and reduced our transportation to an extent of not less than 1 distance run. ngineers’, firemen’s and wipers’ wages not included in cost. 
250,000 tons of business and the profits thereon.” § Peeeeaies ongiams allowed 6 nities pur hour. ee SS ee Sey So Uae 
No dividends were paid, owing to the necessity of making Two empty cars rated as one loaded one. | Repairs generally include all shop expenses. 
up the impairment of capital by the losses of previous years. $ | 





* crip, $8,264.11; interest on floating debt, $6,678.34 ; total | 
n terest, $70,854.95, leaving a balance of $81,529.86, which | 
was applied to reduction of floating debt and to new con- 
struction. 

The roid is reported as in better condition than for some | 
years. During the current year there has been a consider- | 
able improvement in coal business. 


Green Bay & Minnesota. 
This road extends from Green Bay, Wis., to Eastmoor, | 





opposite Wirona, Minn., 21244 miles, with a branch from | 
* miles, 219 miles in all. 
To connect with the La Crosse Branch the trains use 2714 
miles of the Chicago & Northwestern track. The road is 
worked by a receiver pending completion of reorganization, 
and his report to the Wisconsin Railroad Commissioners is 
for the year ending June 30. 
The road was sold under foreclosure Jan. 20 last, but the 
transfer has not yet been made. The purchasers have or- 
the Green Bay, Winona & St. Paul Company, and 
will issue $2,000,000 preferred stock, $8,000,000 common 
stock, $1,600,000 mo: bonds and $3,781,000 in- 
come bonds, in exchange for the old securities. 
Cost of road is reported by the Receiver at $12,469,027, 














Is, etc., paid were $21,173.33, leaving a net balan 








The earnings for the year were as follows: 
Inc. orDec. P.c. 
I. $11,845.30 43.4 
I. 59,133.33 28.6 
D. 11,471.08 52.1 
I. $59,507.55 23.4 
I. 48,426.54. 43.2 
I. $11,081.01 7.8 
e I. 950.80 23.4 

Net earn. per 

el ee re 2,458 15 2,279.09 I, 179.08 7.8 
Per cent. of exps. 51.32 44.26 I. 7.06 ..., 
Of the freight earnings $180,003.62 were from coal. Tbe 

earnings were leptin eh several years, 
From these the pay were for interest on 
Grst ard sega fe bon 912,50 | , interest on 


4 


emp bad 340,54 wey 


and 10,737 offices; 32,500,000 
messages were sent durin the year. 

Owing to the consolidation with the American Union and 
the Atlantic & Pacific companies during the year a com- 
parison can hardly be made with the previous year. 

The income account was as follows: 


line, 327,171 miles of wire. 















| Gross FOVENUC........ 2.2. -0+.---seesees creccccecees $14,060,806.01 
| Expenses, rentals and taxes (59.88 per cent.)....... 8,420, 165.79 
| os bikin vbeg cas sts se cbaes ts eeadeed. $5,640,640.22 
| Balance from previous year.................. 6 sees 255.14 
Total... 
| Interest...... 
Sinking funds 40. 
cc tc: tscs0 saneebiecce 32,633, 
New lines and additional wires........ 1,041,657.51 
| Purchase of stocks, etc................ 74, 
| , a 5,916,636,60 
Surplus, June 30, 1881........ .......ceeee0e0 $127,258.76 


The surplus of net earnings over interest, dividends and 
sinking funds for the year was $1,440,546.01. 

The report says : *‘ During more than half of the year tor 
which this statement is made the company’s & 


nses were 
| largely increased and revenues somewhat diminished bya 


and litigious competition, and by maintaining the 


or $53,380 per mile. This doubtless includes discount on | separate organization of the Atlantic & Pacific Te ph 
bonds and similar items. aoe ay under the then existing agreements : dur- 
The earnings were as follows: ing the latter half much of the duplicate itures for 
1880-81. _ 1879-80. _Inc.or Dec. P. ¢ | Tom's, ote, besides extraordinary legal expenditures, had to 
$286,544.89 $291,633.33 D. $5,088.44 = 1.7| © Horne. : 
104,872.66  86.320.56 I. 18,552.10 21.5 The business of the year yy Sa wo 830 has been ex- 
10,471.21 23,128.36 D. 12,657.15 55.0/| ceedingly ee adnan come it been a year of con- 
— -——| tinued warfare and controversies, involving very con- 
Total.... ...... $401,888.76 $401,082.25 I. | $806.51 0.2 | siderable expenditures, affecting the net results. 

Expenses ocbs soesecs 287,782.22 250,063.02 I. 37,719.20 15.1 women ~ os mary ots ener the end of the fis- 
> pare rang | DAA ear for W' report is adea large increase of net 
et earn....... $134,106.54 $151,019.23 D. $36,912.69 24.4 profits is showa, indicating very much better its for the 

WON os 5 n50inktacs 835.11 1,831.39 L. 3.72 0.2| ensuing year. : 
et earn. per mile 521.03 689.59 D. 168.56 24.4| ‘It will be seen that there was invested in new and addi- 
Per cent. of exps. 71.60 62.41 L 9.19 .... | tional properties $1,716,542.39. These large additions to 


the plant and acquisitious of telegraph stocks and 
re i f the long ceablished! 


of $92,933.21. E were in by the necessity | are in pursuance o: policy which has 
of catenhive renew revewals of track and bridges. built up and company to its present di 
pe sions and moneys invested are be- 
Western Union Telegraph. snugly te worth more to the stockholders than if paid to 
3 _—— n 
The of this com for the r ending June 3)| The Gold and Stock T. ph Company (of whose $5,000, 
sa et el ose ee Satay SLY. | Stara 18 et nd alt GOONIES SSL 
, ear from $41,073,- pai 
410. by the issue of $38,926,590. 4 interest, $177,500 for new lines, patents and te! stock. 
Re. ee ree 7 ot in eenery eae were enough to pay interest and 714 per cent. 
oO Vv. $20,017.50, ’ ividends. 
The ee See ae coeeet Wd vee, was, G0 040, 108, pean egmnatiinal Dotan Pate ac hich the 
whereof bear cent. ance per estern Union holds ‘ 
: Eefond son yet wood for redemp- stock) earned $229,252.66 net and 


Comey a w 
of 000 capital 
ie Sieg “tas 
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Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to THE RAILROAD GaZzETTE. Communica- 
tions for the attention of the Editors should be addressed 
EpITOoR AD GAZETTE. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
grooves’ and completion of contracts for new works or 

mportant improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
pected annual reports, some notice of all of which will 





NEW YORK CRAIN RECEIPTS. 

In our issue of Aug. 26 we reviewed the receipts of 
grain at New York by the several routes for the seven 
months ending with July, with special attention to 
the fluctuations in the amounts and proportions car- 
ried by the railroads this year in different months, 
showing.aremarkable diversion of shipments from the 
New York Central to the Erie in May, which was re- 
garded as the occasion of the railroad war that broke 
out in June, and the change effected in July, which 
was the only month in which the full effect of the low 
rail rates had then been felt. The dissatisfaction of 
the New York Central was attributed to its decreased 
percentage of the rail receipts at New York. For the 
five months ending with May the percentages of the 
total brought by each road this year and last were : 


Other 

N.Y Cen. Erie. Penva. roads. 

WIE. cccwccdwedsncaces: ‘Sen cuncic 38.8 37.7 21.8 oT 
ae dectneeeecud aks suismelale 30.4 16.9 1.2 


The winter snow blockades had interrupted the New 
York Central greatly, and this might account for the 
Pennsylvania’s gain; but hardly for the Erie’s, which 
had suffered much also, but perhaps not so much as 
the Central. But that the whole diversion could not 
be attributed to this cause was plain by the result in 
the last month of the five, in May, when there were 
no interruptions by the weather. Then the percent- 


ages were: 
Other 
N. Y. Cen. Erie. Penna. roads, 
Ne cc akeuneehieneeweseia enue 28.9 46.8 23.8 0.5 
Boe ta iicantetattnceabensate 51.0 27.8 20.7 0.5 


Here we find that the Central and the Erie almost 
changed places in May, the Erie receiving a much 
larger and the Central a much smaller proportion than 
in any winter month, or at any time before for many 
years. 

In June, during which there were irregularities in 
rates all the time, but no general reduction affecting 
seaboard receipts until about the last week, the New 
York Central recovered nearly to its last year’s posi- 
tion, at the expense of -both the Erie and the Penn- 
sylvania; in July, when the low rates applied through- 
out, it had a somewhat smaller proportion, but so did 
the Erie, the Pennsylvania gaining. In August the 
Central was far below its exceptionally large per- 
centage last year, but in September slightly above it 
and with a larger percentage than in any other month 
of the year. 

The number of bushels of grain and flour (reduced 
to bushels) received at New York by each railroad in 
each month of 1881 has been : 


Rail Receipts of Grain and Flour at New York for Nine 











Months, by Routes: 

N. Y. Cen. Erie. Penna. Other. Total. 
Jan...... 2,110,062 1,925,562 1,727,09 147,575 5,910,290 
ee 2,463,854 1,835,711 1, 280 72,854 5,908,699 
M 3,704,078 3,166,316 1,828,902 197,067 ,896,363 
April ... 4,546,918 3,975,488 1,588,272 93,721 10,204,399 
May..... 2,398, 3,887,344 1,976,448 43,539 8,306,291 
June 4,105,528 3,282,699 1,219,973 55,216 8,663,416 
July 5,361,217 4,004,826 2,415,028 40,360 11.921.431 
Aug..... 666, 3,863,380 ,993,.110 39.784 10,562,841 
Sept..... 4,707,945 3,069,229 1,729,343 12,984 9,519,501 
9 mos. ..34,065,129 29,010,555 15,914,447 803,100 79,793,231 
Do 1880.35,936,564 21,876,234 10,427,090 494,971 68,734,829 
Inc. .... 7,134,321 5,487,357 308,129 11,058,372 
eaters. © RUAN ccd sk. 2 6 TS Rs daesl Seen cekense 
BiCarvree 5.2 32.6 52.7 62.2 16.1 


Thus the New York Central is still a little below its 





| last year’s business, though but half as much below 4S 
| it was at the endof July. At that time, however, the 


increase in the total rail receipts over last year was 























percentage of the total rail grain received by each 
route each month in 1880 and 1881: 


Rail receipts of Grain at New York: Percentage by each 


but 5,000,000. Now it is 11,000,000. road. fans 
race = * . is : ° —N.Y.Cen... —Erie.— —Penna.— —Others.— 
aes year divides mie > vid into = ag ra: : ; 1.’ 4880. 188], 1880 igs. 1880, i881 1880, 
the six m the railroad war (in whic ow- | Januery.....35.7 47.0 32.6 34. 29.2 17. 25° 
phage te ouths before t ae ( ! February... 41.7 508 311 293 243 167 2.9 3.2 
ever, traffic was diverted from its regular course by | March...._.. 16 546 356 285 20.6 16.0 22 0.9 
; 3 ; : SS aaerS 445 513 39.0 323 15.6 16.0 eo -G, 
irregular rates), and the three months since. In these May.2..2289 $10 468 278 238 20.7 05 05 
two periods the receipts by the several routes have | June.. 47.4 505 379 339 141 154 06 0.2 
July... 454 523 339 342 204 133 03 02 
been : August...... 44.2 61.5 366 269 188 114 0.4 0.8 
<] 4 » 20 9 , » « 2 
Siz Months to June 30: September..49.5 47. 32.2 3°6 18. 12.6 “ . 
N. Y. Cen. Erie. Penna. Others. __ Total. The best month for the New York Central, it ap- 
2 — 10) oO 777A C ~ ore ° a 5 q A. Z 
1880... 2eeiz ery Lelssese PS0Le80 444°827 45208405 | Pears, was September this year, which with one ex- 
aid a EE RS - ieee aera -ption w: V -) ¥ i i T hou =h 
iced aa 3,939.268 2,275,027 265145 2,590,963 | “Pt as the worst for the Erie this year, thoug 
Dec... ... 3,888,477 ; the best for it last year. 
Ess onic 16.7 27.9 30.3 59.6 5. , - 
: So far we have omitted all mention of the canal re- 
July, August and September: ‘ 4 > P 
1881...... 14,735,729 10,937,435 6,137,481 93,128 31,903,773 | Ceipts at New York—usually at this season more than 
1880......12,718,687 7,742,382 2,925,151 50,144 23,436,364 | the total rail receipts, and especially likely to be 
eee 2,017,042 3,195,053 3,212,330 42.984 8,467,409 | affected by low rail rates. For the nine months ending 
eee 15.8 41.3 109.8 85.7 36.1 


Now, in this first period, while there was an in- 
crease of 5.7 per cent. in the total rail receipts at New 
York, the New York Central delivered 1625 per cent. 
less than in 1880, but the Erie 28 per cent. and the 
Pennsylvania 30 per cent. more. Since the low rates 
of 15 and 1213 cents per 100 lbs. from Chicago to New 
York have been in force, the New York Central has 
delivered nearly 16 per cent. more than last year, it is 
true, but the increase in the total shipments was 36 per 
cent., and the Erie gained 41 and the Pennsylvania 
110 percent. It would seem, then, that the result of 
the low rate has been increased deliveries at New 
York, of which,the New York Central has had less 
than either of the other two roads. In the three 
months of the railroad war the latter have each 
brought to New York about 3,200,00 bushels more than 
in the corresponding three months of last year; the 
New York Central 2,000,000 bushels more. The per- 
centages of each route in each period both years will 
show their position more clearly: 


—Jan, to June.— —July to Sept.— 
1881. 1880. 


1881. 1880. 
New York Central.... 40.4 51.2 46.2 54.3 
Perr 31.2 34.3 33.0 
Pennsylvania.......... 20.4 16.6 19.2 12.5 
Other roads........... 1.5 1.0 0.3 0.2 
MR sconce anin 100.0 100.0 100.0 100.0 


In the first six months, which includes the time 
when secret cut rates diverted traffic from the New 
York Central, it received 40.4 per cent. of the whole, 
which is 10.8 less than its percentage for the same 
time last year; under the low rates its proportion of 
the whole has increased to 46.2 per cent. this year, it 
is true, but it is still 8.1 per cent. below its last year’s 
percentage in the corresponding quarter of the year. 
There is this difference, however. In the first half of 
the year, while the Central lost 10.8 per cent., the Erie 
gained 6.5; but in the following three months the Erie 
gained but 1.8 while the Central lost 8.1. It is the 
Pennsylvania that has made the great gain in the 
last quarter, increasing its percentage 6.7, while in the 
first half of the year, when it was helped by the block_ 
ades of its rivals, it gained but 3.8 in percentage. 

This is a further indication that the improvement 
of this road’s facilities for handling grain at Jersey 
City (or something else) has made it more of a New 
York road. We find that Philadelphia has had much 
smaller receipts of grain this year than last (about 
10,000,000 bushels less), yet the Pennsylvania, the 
chief carrier to Philadelphia, has brought to New 
York 5,500,000 bushels more than last year. It is of 
great importance to New York that it should have a 
fair opportunity to receive produce from the vast 
Pennsylvania system of more than 6,000 miles of 
railroad, a very large proportion of which lies directly 
in the most productive grain districts. The excessive 
cost of handling at the New York terminus formerly 
made it more profitable for the road to leave freight 
at Philadelphia than bring it on to New 
York, though it received 2 cents per 100 Ibs. 
more for the additional 90 miles haul. The elevator 
at Jersey City probably makes the handling there now 
about as cheap as at Philadelphia or Baltimore, and 
takes away a motive which the company formerly 
had to discourage shipments to New York—takes it 
away at least so long as it gets paid for the additional 
haul. If the rate were the same to New York as to 
Philadelphia, of course this road would gain the whole 
amount of the cost of hauling from Philadelphia to 
New York by having the grain stop at Philadelphia. 

The New York Central's proportion had not varied 
greatly in the third quarter of the year for some time 
until this year. In 1878 it was 54.5, in 1879 55.5, and 
in 1880 54.3 per cent. of the total receipts at New 
York, against 46.2 this year. 

The course of the rail grain receipts by the several 
railroads from month to month may be traced for this 
year and last in the following table, which gives the 





with September the receipts of each railroad and by 
water (nearly all canal) have been for eight successive 
years, in bushels : 


Grain and Flour Receipts at New York for Nine Months—1874 
to 1881. 






Year. N. Y. Cen Erie. Penna. Water. Total. 
37: 7,752,0° 17,059,209 9,215,369 33,604,899 77,970,966 
3,768 15,774,795 6,279,445 22.416,978 61,277,112 
3} 14,183,419 5, 36 23,038,129 66,088,079 
x 95 9,570,200 5, 39 28,138,154 59,299,768 
1878. .37,365,096 16,964,683 10,4¢ 20 41,889,823 107,265,948 


1879..40,780,560 22,993,937 13,670,072 33,936,796 112,050,067 
1880. .35,936,564 21,875,734 10,427,090 52.955,126 121,689,485 
1881..34,065,129 29}010,555 15,914,447 30,059,954 109,853,185 


Looking at the totals first, we see comparativelyslight 
fluctuations from 1875 until 1878; then a sudden 
increase of 80 per cent. to an amount which has not 
varied greatly since. In the great gain from 1877 to 
1878 all routes shared, but the canal and the Erie road 
least, the canal gaining less than 50 per cent., and the 
Erie 80 per cent., while the Pennsylvania’s gain wes 105 
per cent., and the New York Central’s no less than 129 
per cent. If the Erie had increased at the same rate 
that year its deliveries would have been about 22,000,- 
000 bushels in 1878, instead of 17,000,000. But at that 
time it had not the facilities for handling the great 
increase of traffic that offered, and it is now doing 
what, if properly equipped, it should have done in 
1878, and what the other roads actually did do then. 
In 1874 and 1875 it will be seen that the Erie brought 
nearly as much grainas the New York Central, and 
in 1874 more than in any following year until 1879. It 
is now recovering from its five years stagnation. 
But with regard to the canal, this is an exceptional 
year. Compared with last year there isa decrease of 
22,900,000 bushels (48 per cent.) in canal receipts. while 
there has been an increase of 11,000,000 in rail receipts. 

In this we see the effect not only of the lower rail 
rates this year, however, but of the shorter season of 
navigation (by a whole month) aJso. If we compare 
with 1879, when also the canal opened late, and when 
until about the first of September rail rates were about 
as low as this year, we will not see a very great differ- 
ence—a decrease of 3,900,000 bushels (1113 per cent.) in 
canal receipts, and an increase of but 1,700,000 (244 per 
cent.) in rail receipts. We are, indeed, repeating the 
season of 1879, but with an extension. That year there 
were immense canal receipts in September; this year 
they were hardly half as great. If we take the canal 
receipts in each month during which the canal was de- 
livering every year for the past five years, we shall 
see how the railroad wars have affected them : 


June. July. August. September. Four mos. 
1877... 4,327,309 4,496,954 7,214,830 7.672,101 23,711,194 
1878... 6,904,121 5,678,886 5,992,921 10,220,979 28,793,925 
1879... 5,183,913 6,064,191 7,653,895 10,521,236 29,423,235 


1880. ..11,350,430 
1881... 6,906,111 


11,694,974 
5,648,400 


9,492,029 
4,505,465 


11,083,169 
5,474,498 


43,620,602 
22,534,473 

In 1877 until after oarvest there was very little grain 
tomove. In 1878 and 1879 railroad wars kept rail 
rates down very low until into August and greatly re- 
duced canal receipts throughout August. But by Sep- 
tember rail rates were up to 30 cents per 100 lbs. from 
Chicago to New York in every one of these years ex- 
cept this. Last year is the only one in which the canal 
rates were supported throughout the four months by 
well maintained rail rates. This year the canal re- 
ceipts in June were not much affected by low rail 
rates, and we see that they were then as large as in 
any previous June except last year,when they were ex- 
traordinarily large, but since June the monthly canal 
receipts have not only been smaller than last year (in 
no month half as large); but smaller than in any of the 
four preceding years, witli the exception of July, 1877, 
when the total rail and canal receipts were 12,000,000 
bushels less than this year. Inthe years when there 
was a railroad war we see a great recovery in canal 
shipments as soon as the railroad war ceased; that is, 
in September in 1878 and 1879; but this year, the un- 
profitably low rail rates continuing through Septem- 
ber, canal receipts are extremely small that month also. 

During this period of four months the percentages 
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of the total receipts brought by the canal for the last 
six years have been: 


Year......... 1876. 1877. 1879. 1881. 
Perceniage.. 45.5 56.4 42.1 31.9 


We add 1876 because throughout that season the 
rail competition at rates lower than previously 
known was felt very severely and for the first time. 
Yet we see that the rail competition this year (not 
beginning so early as in 1876) has been much more ef- 
fective than then or any other year. Only 32 per 
cent. of the total is left to the canal, which never 
before had less than 40 per cent. of it. The amount 
of canal receipts, however, was greater this year than 
in 1876, when they were but 16,255,000 bushels, the 
total receipts being but 35,721,000, but one-third what 
they have been this year. 

The percentage of the total receipts for the nine 
months delivered at New York by each route for eight 
years has been: 


New York Grain and Flour Receipts for Nine Months ; Per- 
centage by each Route. 


1878. 1880. 
40.4 50.3 


> Other Total By 

Central. Erie. Penna. roads. rail. water. Total. 
1874.... 22.8 21.9 11. 0.4 56.9 43.1 109.0 
1875.... 26.8 25.7 10.2 0.6 63.4 36.6 100.0 
1876.... 34.6 21.5 8.5 0.6 65.2 34.8 190.0 
1877.... 27.5 16.1 8.6 0.3 52.5 47.5 100.0 
1878.... 34.8 15.8 9.8 06 61.0 39.0 100.0 
1879.... 36.4 20.5 12.2 0.6 69.7 30.3 100.0 
18t0... 929.5 18.0 8.6 0.4 565 43.5 100.0 
1881.. 351.0 26.4 14.5 0.7 72.6 27.4 100.0 


There was one year before when a single railroad 
brought more to New York than the canal, namely, 
1879, and the New York Central, and that road brought 
nearly as much as the canal in 1876, when the whole 
quantity, however, was very small. But this year not 
only does the Central deliver more than the canal, but 
the Erie brings nearly as much, and the two together 
more than twice as much. 

It should be said, however, that this is the only 
season of very low rates that has not worked against 
the interests of New York—that is, in which it has 
not actually received a smailer proportion of the grain 
than when the rail rates were well maintained.. And 
so far as the effect of the low rates is concerned, this 
year is no exception. New York receipts have im- 
proved (in comparison with those of other ports) not 
because, but in spite of, the low railrates. The canal 
should have brought to New York this year at least 
10,000,000 bushels more that it has brought, and that 
without lessening the proportion of the other grain (to 
that brought to other ports) brought by rail. But the 
greater effectiveness of the rail carriers to New York 
is of great importance to it, and the most encouraging 
feature in its very prosperous grain trade there has 
been for years. 


TRANSPORTATI 





N OF EXPLOSIVES. 


Il. 

We have spoken in a former article of the United 
States statute regulating the carriage of nitro-gly cerine 
and its compounds, dynamite, dualin, etc. There are 
many explosives in use which are not within the 
national law; the companies may carry them at dis- 
cretion, or subject to such laws as may exist in the 
state in or through which the transportation is made. 
The courts have also established some principles, in 
addition to anything which may have been said by 
the legislatures, holding a railroad company liable 
when its agents knowingly endanger passengers, em- 
ployés or the public by carrying explosives, and pro- 
tecting them from liability when an owner or shipper 
of such goods deceives the receiving agents as to their 
dangerous qualities. Some account of the chief ex- 
plosives which are not within the national law is now 
to be given, such as may aid practical railroad men in 
securing the extra freight and in diminishing danger. 

Ordinary gunpowder is generally known. If shin- 
ing black grains should stream from a cas‘ or parcel 
accidentally broken in the depot, the average employé 
would suspect what the substance might be, and would 
know how to test it, and what the danger and the 
proper precautions were. Yet even about gunpowder 
mistakes are possible. A lad or laborer might not 
recognize an odd-looking black brick full of round 
holes as gunpowder, if it had never been explained to 
him that powder intended for large cannon is now 
made in cakes of various forms and sizes, often per- 
forated. Damaged powder may cause disaster. Some 
which.was brought up from the hold of a sunken ship 
was examined by experts and pronounced ruined; 
upon which the owner entrusted it to a cartman to 
dump it in a neighboring river. The cartman, how- 
ever, threw it in the street. It was in lumps or cakes; 
some street boys found it; they mistook it for coke; 
and in their building a fire with it one of the lumps 
exploded with sufficient force to injure one of 


the lads severely. In an action in his behalf 
for damages, the court said that the advice 
given by the experts was to be taken into 


view in determining whether there was negligence, 


Information from competent persons that a lot of pow- 
der has been so damaged as to be harmless may well 
exonerate its owner or a carrier from using the strin- 
gent precautions ordinarily obligatory. What is called 
‘‘white” gunpowder might not he suspected by an 
ordinary observer. It is made by mixing chlorate of 
potash with sulphur, carbonace ous matter or sulphate 
of antimony. Itiseven more dangerous than ordi- 
nary gunpowder, as it may be exploded by a blow or 
by contact with sulphuric acid as well as by touch of 
fire, and is even liable to ‘‘ go off” spontaneously. It 
is, however, seldom used; hence it can but very rarely 
come into a freight agent’s charge. 

The various powders known as fulminates are made 
by dissolving almost any metal in warmed nitric acid 
and adding alcohol. Of these fulminating silver is the 
most powerful, but fulminating mercury is in most 
common use, mercury being a cheaper material. This 
is a white powder, in crystalized grains, having some- 
what the appearance of fine table salt. It explodes 
with great violence from a slight blow and may be ex- 
ploded by contact with strong acids. It would be a 
very dangerous article in a freight car, but is very sel- 
dom offered for transportation in quantities. It, how- 
ever, is the explosive basis of ordinary percussion caps, 
of inany of the cartridges and detonators and of the 
toy torpedoes made in such quantities for children. 

Gun-cotton is the most common of several com- 
pounds technically classed as nitro-cellulose. They 
are made by soaking in nitric acid almost any kind of 
wood fibre or celluiose. Cotton is generally used be- 
cause cheap and convenient. Gun-cotton—which is 
also called pyroxyline, and tri-nitro-cellulose—looks 
like ordinary cotton, A small lot of it, if lighted 
while lying loose, burns much as ordinary cotton does; 
more quickly, indeed, but without distinct flash or 
report. Hence pulling a small sample from a suspected 
bag or bale, and lighting it in an off-hand way, in the 
open air, as a freight-hand or porter would be apt to 
do, would not be a sufticient test. It may be dis- 
tinguished from ordinary cotton by the fact that it 
will dissolve in a mixture of etherand alcohol. When 
compressed in cakes (in which form it often appears 
in commerce), or when confined, it may be exploded, 
either by a spark or flame or by a very severe blow. 
Thus, if a considerable bulk of gun-cotton is ignited, 
an explosion follows; for the mass within is practi- 
cally confined by the fibres outside; the exterior burns, 
the interior explodes. But, upon the whole, an explo- 
sion of gun-cotton does not occur easily enough to render 
ita specially dangerous article on the road. Some prep- 
arations, such as gun-cotton soaked in a solution of 
nitre, called nitrated gun-cotton, or in chlorate of pot- 
ash, called chlorated gun-cotton, are more dangerous, 
for they ignite more easily and explode more violently; 
but these are seldom or never offered for railroad trans- 
portation. 

What is known as picric powder—also as Abel's pow- 
der or Bruger»’s powder—which is somewhat used in 
blasting, seems not embraced within the anti-nitro- 
glycerine law of Congress. It sufficiently resembles 
the compounds of nitro-glycerine to come within the 
purpose of the law, but it is not in any sense a com- 
pound of nitro-glycerine. It belongs to a class called 
by chemists the “ picrates;” they being formed from 
picric acid. Picric powder, however, does not explode 
readily. 

It isscarcely necessary to mention the chloride and 
iodide of nitrogen. These explode with the greatest 
violence, and so easily that the utmost care would be 
needful in carrying them. They are seldom seen out- 
side the chemist’s laboratory. 

Much might be said, if space permitted, of precau- 


tions proper in the carrying fire-works, percussion-| Toled 


caps, detonators, cartridges, torpedoes and the like. 
The forms and names of these are familiar ; therefore 
they are somewhat less likely to be exploded by igno- 
rant handling when they are in sight. They are per- 
haps more likely than many explosives to be secreted 
in personal baggage. Fire-works, in so far as they in- 
volve gunpowder only, are not very dangerous in 
transportation, unless fire occurs and reaches them. 
But other chemicals, especially chlorate of potash and 
fulminate of mercur ;, are largely used in making fire- 
works, or are often packed in connection with them ; 
these introduce the danger of explosion from the con- 
cussions incident to travel. Thus a box labeled * fire- 
works” may contain a gross of toy torpedoes; these 
may be fired by merely throwing the box about ; and 
they may ignite the fuses of the rockets, etc. The 
other articles named, being based on the fulminates as 
the explosive element, are more or less liable to burst 
from mere rough usage. 

When an oil train takes fire the disaster is often ag- 
gravated by explosions, and the fear of one may well 





embarrass efforts to extinguish, It is not the petroleum 





itself which explodes in these circumstances ; that, 
when once kindled, will blaze with great violence, but 
is not explosive, whether coufined or in the open air, 
unless, perhaps, when inthe form of spray. What 
explodes is an atmosphere which has been formed by 
evaporation in the upper or empty part of a partly 
filled tank or car. Petroleum, kerosene and some 
similar fluids give off a vapor which, mingled in due 
proportion with atmospheric air, forms a highly ex- 
plosive compound. If it is known positively that all 
the tanks in a train were completely filled, little danger 
need be apprehended that they will explode as they 
burn; the peril is confined to such as have some empty 
space above the load of oil. The oil in one tank might, 
under rare circumstances, be heated to the boiling 
point by an adjacent car afire, and the oil-vapor given 
off cause an explosion. 

With respect to explosives generally there 1s author- 
ity of law for saying that if the sender conceals their 
true character from the agents of the railroad com- 
pany he thereby assumes full resposibility for ill con- 
sequences. An exception has been admitted in the 
case of a shipper who was himself deceived by the 
person from whom he received the goods ; and who 
told the receiving agents of the company that the box 
contained gun-stocks and other goods of harmless 
nature, when in fact it contained, unknown to him, 
oil of vitriol. To the best of his knowledge the shipper 
should give information ; if this is not required by any 
explicit statute, he still will withhold it at the peril of 
paying damages. The companies have the clear right 
to be informed, frankly and fully, of the nature of any 
dangerous article committed to their charge. One 
who, knowing the danger, induces the _ receiv- 
ing agents to accept a package by withholding 
information will not be sheltered from liability 
by the fact that they neglected to make 
inquiry. He is bound tospeak. In a legal point of 
view it is a deceit to put a parcel of explosives aboard 
the cars without disclosing its character. Moreover, 
carriers and their agents have the right, when there 
is probable reason for suspecting explosives, to retain 
and examine a package. The propriety of so doing in 
the particular case is to be judged by a jury in view of 
the circumstances. Even here such examination of 
a leaky case containing nitro-glycerine—made in a man- 
ner which would have been prudent if the leaking sub- 
stance had been, as was believed, some innocuous oil— 
has caused an explosion, the courts have heljd the com- 
panies free from liability, saying that its agents were 
acting in the Jine of a currier’s duty. 

WESTERN GRAIN RECEIPTS. 

A month ago we called attention to the peculiarities 
of the Northwestern grain movement this year. The 
great snows of the winter and the remarkably late 
spring had greatly limited shipments from the country 
directly west of Lake Michigan, which markets chiefly 
at Chicago and Milwaukee, while from the country 
further south and the Ohio valley there had been com- 
paratively a free movement, promoted somewhat by 
cheap freights down the Mississippi by barge lines. We 
showed then that while there had been great losses at 
Chicago and Milwaukee down to the end of May, they 
had made such gains since as had brought them 
up to their last year’s position. This movement con. 
tinued in September, when these two places received 
64.9 per cent. of the total receipts of the Northwestern 
markets, against 58 per cent. last year. 

For the nine months ending with September the re- 
ceipts of the several Northwestern markets have been, 
this year and last: 





1880. Ine. or Dec. 


8 \ ~¢ 

Chicago ........ 95,610,152 103,525,904 Dec. 7,915,752 7.7 
Milweukee...... 12,665,745 11,083,391 Ine. 1,582,354 15.2 
‘oledo.......... 18,792,064 £9,250,9018 Dec. 10.458,854 35.0 
Detroit ........ 6,037,841 6,580,890 Dec. 543,049 FL 
Cleveland....... 3,586,258 4,900,251 Dee. 1,313,993 26.8 
St. Louis........ 33,351,208 35,+84.832 Dec. 2,543,624 7.1 
er 20,869,880 18,065,045 Ine. 2,801,835 16.5 
Gs ecadsces 741,991 2,611,570 Dee. 1,869,579 71.6 
Total...... 191,655,139 211,912,801 Dec. 20,257,662 90.6 


Thus there has been a decrease of 9.6 per cent. in the 
aggregate receipts of these eight Northwestern mar- 
kets, amounting to 20,250,000 bushels; yet there was 
an increase of 1,600,000 bushels at Milwaukee and of 
2,800,000 at Peoria. By far the greatest percentage 
of decrease is at Duluth, which can easily be accounted 
for by the demand for Red River wheat at the Minn - 
apolis mills; the largest amount of decrease is at 
Toledo, as we noted recently, its decrease being more 
than one-half of the total and 36 per cent. of its last 
year’s receipts. 

The change since navigation was opened, and 
especially since the railroad war began, in the relative 
receipts of the several markets, has been very great, 
When lake navigation opened about tie first of May 
this year, Chicago had received but 34.4 per cent. of 
total grain, and 6,800,000 bushels less than last year at 
that time, the decrease in the aggregate receipts of 
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the eight markets having been 10,350,000 bushels. 
Since that time the aggregate receipts have been 
10,900,000 bushels less than last year, but the Chicago 
receipts only 1,100,000 less. 


The improvement in the position of Chicago was | 


madeé largely in June this year, when it received a 
larger quantity than in any other month of the year, 
and 57.8 per cent. of the whole, against 36.2 in the 
previous five months. Milwaukee also made its chief 
gain in June, and if we divide the period of nine 
months, showing the receipts of the five months end- 
ing with May, and those of the four months since, 
separately, we will best see the effect of the unlovking 
of the parts of the Northwest tbat had suffered most 
from the snow blockade and late spring, the Jatter 

preventing the farmers from marketing until June: 
-5mos., Jan.to May. --4mos., June to Sept.— 

1851. 1880. 1881. 1880 


Chicago and Mil- 


waukee. 30,692.577 45,068,340 
Per cent.of total. 43.8 51.7 


51.7 
Other markets. .39,405, soe 42,066,100 
Per cent. of total. 48.3 


70, oy 87,154,440 121,556,926 124,778,361 

The percentage of the whole received at Chicago and 
Milwaukee was nearly 8 less this year than last in the 
first five months of the year, in which the snow block- 
ades and late spring had their full effect, and in 
quantity they received 14,276,000 bushels less, while 
the other markets lost but 2,660,000 bushels ; but in 
the last five months, though the railroad war has 
favored the more southern markets, the Lake Michigaa 
cities have received 63.8 per cent. of the whole (8 more 
than last year), and in quantity have gained 8,042,000 
bushels over last year, while there has been a decrease 
of 11,264,000 bushels at the other six markets. Thus 
the Lake Michigan cities have since May largely made 
up their losses from the severe winter, and in position 
are higher even than last year, taking the whole nine 
months. 

The changes caused by the low rail rates and by the 
failure of the crops, which have been worst south of 
the latitude of Peoria. will be indicated better by the 
following table, showing the receipts for the six 
months ending with June by the side of those for. the 
three months following, during which the railroad 
war had its full effect, and during the last two 
months of which the poorer harvests of this year also 
had their influence: 


yg a oy 69,540, 95 


dD 
5.7 
43,973, ‘006 55,287,406 
36.2 














-— — to June.—--——-, —June to September.— 
1880. 1881. 1880. 
Chicago..... .. 46,7 ty 530 54,515,803 48,817,622 49,010,101 
Milwaukee..... 8, 083, 808 7,527,492 4,581,937 
Toledo ......-+- 11,696,850 14,927,457 7.095.214 
Detroit... 2,661,996 3,875,749 2,375,845 5, 
Cleveland . 2,288,736 2.328.801 1,297.5 522 2,571,450 
St. Louis....... 21,336,216 21,797,383 12/014,992 14,097,449 
Peoria.......... 13,111,830 11,885,165 7.758.050 7,179,880 
Duluth ....... 165,034 1,021,542 576.957 1.590.028 
Total...... . 107,137,000 117,279,392 84,518,139 95,633,409 


Of the decrease of 10,142,000 bushels in the first 
half of the year, Chicago suffered 7,723,000 bushels, 
and Toledo 2,630,000, St. Louis but 361,000 bushels ; 
but of the loss of 11,115,000 bushels in the last three 
months, Chicago has but 192,500 bushels, while St. 
Louis has 2,082,000, and Toledo no less than 7,828,000 
—the latter more than 50 per cent. 

The relative positions of the several places in the 
different periods will be seen better by the following 
percentages, which are ; first, for the first six months 


_ of the year; second, for the three months following, 


! 


and last, for the nine months ending with September : 





6 mos. 3 mos. 9 mos. 
Jan. to June. —July to Sept.— —Jan. to Sept.— 
1s 1880, 1881. 1880. 1881. 1880. 
“hicago....... 43.7 46.0 57.7 = 51.3 49.9 48.8 
Pn + 7.5 6.5 5.4 3.7 6.6 5.2 
Toledo........ 10.9 12.38 8.4 15.6 9.8 13.8 
Detroit........ 3.4 3.3 28. 2:8 3.4 2 
Cleveland..... 2.1L 2.0 1.6 2°7 1.9 2.3 
St. Lous..... 20.0 18.7 14.3 14.7 17.4 17.0 
Peoria.......- 12.32 9.4 9.2 75 10.9 8.5 
Duluth....... 0.2 0.9 0.7 1.7 0.4 1.2 
Total....... 100.0 100.0 100.0 100.0 100.0 140.0 


In the first half of the year, Peoria, St. Louis and 
Milwaukee made considerable gains in position, and 
Detroit and Cleveland slight ones, at the expense 
chiefly of Chicago and Toledo. In the last three 
months there have been great gains at Chicago, Mil- 
waukee and Peoria, at the expense chiefly, not of St. 
Louis, which has lost but little in percentage, but of 
Toledo, which in these three months has received but 
7,095,000 bushels of grain, against 14 923,000 lust year, 
a decrease of 7,828,000 bushels, or 25214 per cent.; while 
the other seven markets have in the aggregate lost but 
3,287,000 bushels, or 4 per cent. 

The receipts of Chicago for some weeks past have 
doubtless been greatly stimulated by speculation, 
which made prices there comparatively higher than at 
the other Western markets. One indication of this is 
that shipments have been comparatively much lighter 
than receipts. For the eight Northwestern markets 
the receipts and shipments in the five weeks ending 





Oct. 1 were: , 
1881, eatin iin pes yas 00s F u 

have seve 04,119,637 OF 7. 
~ seve eee ve 26,946,004 28,600,117 4359,023 15.2 


The shipmenta of these markety were 0,778,000 





bushels less than their receipts in September this year, 
and but 8,206,000 less last year. Since July their re- 
ceipts have exceeded their shipments by 15,730,000 
bushels this year, against 12,900,000 last; while the 
total receipts of the two months have been 5,576,000 
bushels less than last year, the total shipments have 
beer 8,469,000 bushels less, and the chief accumula- 
tion has been at Chicago, which seems to have more 
faith than the rest of the world in future high prices. 

Small as have been the Northwestern shipments in 
the last two months, they have been unusually large 
in proportion to the Atlantic receipts; these latter in 
August and September were but 48,733,800 bushels 
—15,700,000 less than last year—and1 but 2,000,000 
bushels more than the Northwestern shipments in the 
same months, when last vear they 7,235,000 
bushels greater than those shipments. 

In spite of the extraordinarily high prices, the re- 
ceipts of the Northwestern markets have fallen off 
greatly of late, which is just the time when they were 
largest last year. The August receipts were not 
3,000,000 bushels less than last year, the September 
receipts but 2,800,000 less; but in the last two weeks 
of September they were 5,600,000 less, and at Chicago 
and Milwaukee alone in the first week of October they 
were 1,638,000 (2714 per cent.) less. The indications 
are that an unusually large proportion of the grain 
has been marketed early from all that part of the 
country south of Minnesota. This is the natural re- 
sult of high prices, and it has been favored also by the 
drought, which has given good weather for threshing 
and good roads for hauling, and has prevented the 
usual fall plowing and seeding, and so given the 
farmers plenty of time for carrying their crops to 
market. In Minnesota continuous rains have made 
the threshing later than usual (and Minnesota never 
ships much new wheat earlier than September), but 
Minnesota’s ‘surplus production, if we take corn and 
wheat together, is almost insignificant, and can have 
little effect on the aggregate grain movement of the 
country, however much it may have on Minnesota 
and the railroads which carry its grain to market. It 
will not be surprising, then, if the grain movement 
for the rest of the year should be much smaller in 
comparison with last year than it has been so far—at 
least the receipts at the Northwestern markets. 
The large stocks on hand at those markets may keep 
up their shipments for some time after their receipts 
have fallen off. 


were 


Grain Exports. 





For the nine months ending with September the ex- 
ports of flour (reduced to bushels), wheat and corn from 
the four leading Eastern ports for the United States 
have been, in bushels, this year and last: 





1881. 1880. Ine. or Dec. as 

Flour...... 23,093,220 19,009,773 I 4,083,447, 21.5 
Wheat..... 62,447,846 85,334,056 Dp. 22,886,210 26.8 
Corn.... .. 48.943.239  74.621'749 D. 25:081'510 34.4 
Total.. ..134,484,305 178,968,578 D. 44,484.273 24.8 


If we take wheat and flour together, we have a de- 
crease of 18,800,000 bushels in this breadstuff, amount- 
ing to 18 per cent. of the last year’s extraordinarily 
large exports—a year’s supply of about 4,000,000 
people. 

The exports of the total from each of the four ports 
have been : 

1880. 
100,640,215 

15,910,323 
23,249,812 
39,168,228 


Decrease. : 
24, 001, 204 of 


1881. 
76,639,011 23. 
onere 17. 


13,110,914 
14,291,476 
30,442,904 


New York....... 
Boston... 
Philadelphia.. .. 
Baltimore........ 





Total...... ....134,484,305 178,968,578 

The percentage of decrease is much larger at Phila- 
delphia than anywhere else. The percentage of the 
total exported from each place this year.and last has 
been : 





N es © es 
.0 


Boston. ee. 
z. 9 219 
The changes are slight everywhere except at Phila- 

delphia, which loses the whole of what the three other 
places gain in percentages. Boston has fared best com- 
paratively, that is, its percentage of decrease is less 
than that of any of the others. This year it has ex- 
ported nearly as much as Philadelphia. 

These exports include only flour, wheat and corn, 
but the other grain exports are quite insignificant, not 
a fiftieth of the whole. 

Of the exports of flour, no less than 1 per cent. 
was from New York this year, and 17.6 per cent. from 
Boston, and the whole of the increase in the flour 
exports was from these two ports. While there was 
an increase of 21.5 per cent. in the eggregate flour 
exports of the four ports, there was a decrease of 15 
per cent. at Philadelphia, and of 6.4 per cent, at Balti- 
more. The fact that at a time when the manufacture 
and export of flour have increased so greatly Phila- 
delphia and Baltimore have not shared in the in- 
creased exports ia worth noticing, Very recently in 


Philadelphia. 
10.6 
13.0 


79 


in. 





chronicling the receipts of flour at these four ports we 
showed that Philadelphia and Baltimore had gained 
rather more in proportion than New York; but the 
competition of these ports is almost exclusively for 
the exports, and of these they have lost and not 
gained. 

The percentages of the total exports of each grain 
shipped from each port were : 


—New York.-, —Boston.. ——Phila.—. —Baltim’e.— 

1881. 1880. 1881. 1880. 1881. 1880. 1881. 1880. 

Flour..... 72.1 67.8 17.6 18.4 3.4 4.9 6.9 8.9 
Wheat 55.6 57.2 3.9 3.1 13.0 10.4 27.5 20.3 
Corn - 51.6 52.2 13.5 13.0 11.1 18.0 23.8 16.8 


People may have forgotten already that but a few 
years ago Baltimore was almost exclusively a corn 
market. In 1876 it exported 20,750,000 bushels, against 
16,471,000 exported from New York; but then its wheat 
exports were but 1,700,000 bushels, against 24,945,000 
from New York. Not till 1878 did its wheat exports 
become large, and in 1879 they became one-half greater 
than its corn exports, though the latter were larger 
than ever before (or since). Its corn exports in 1880 
were nearly a third less than in 1879, and this year 
there is a small further decrease inthem. But the 
corn exports from New York went on increasing rap- 
idly and without interruption, being a third larger in 
879 than in 1878, and a third larger in 1880 than in 
1879. The explanation of both movements at Balti- 
more we find chiefly in the diversion of farm lands in 
the Ohio valley from corn to wheat after 1877, and the 
smaller movement of wheat since June we attribute to 
the failure of the — in that district. 





Locomotive Performance in England and the United 
States. 





The English stocks of locomotives we recently referred to 
(issue of Sept. 9, page 500, in a letter from Manchester) as 
evidence of the heavy traffic on English railroads. It should 
not be inferred, however, that the traffic is in proportion to 
the number of locomotives, We cannot compare traffics di 
rectly, however, because the British railroads do not report 
their traffic. They do, it is true, report the number of pas- 
sengers and tons of freight carried; but that alone is almost 
valueless information. The measure of traffic is passenger 
and ton miles, and these are never reported in England. The 
nearest approach to data which will enable us to compare 
the busivess of British and American railroads is afforded 
by the reports of train-mileage. Of course, there is a vast 
difference in train-loads, but for some purposes this is of little 
importance. So far as crowding tracks and station grounds 
is concerned, a little train counts for about the same as a big 
one; though the practicability of making little trains into 
big ones may determine the wisdom of the actual plan of 
operation. 

In the letter just mentioned we compared the number of 
miles of road per locomotive on five English and five 
American roads. We now add the average number of 
miles run per locomotive in a year on the same roads, 
and the percentage of total train mileage which was run by 
passenger trains, the year being 1878 for the English roads, 
and 1880, or the year nearest to it, for the American roads : 

Mile road 


Av. miles run P c. of pass 


English Lines: per loco. per loco trains. 
Great Western...... » O88 17,134 48.34 
London & Northwestern .. 0.78 14,493 49,80 
Midland. ... 0.88 18,446 37.55 
Northeastern............. 0.91 14,815 38.82 
Great Northern............ 1.09 20,231 49.34 

American Lines: 

Pennsylvania.... ..... 1.709 26,405 25.6 
New York Central......... 9 26,060 30.6 
New York, New Haven & 

ea a 2.09 24,655 60.3 
Chicago, Burlington & 

NE, 4 nss5 canee pecan es 5.28 18,461 23.2 
Lake Shore & Michigan 

ee OED, et Te ren 2.38 20,305 25.4 


We see by this that the average service of the locomotive 
is much greater in this country than in England. The av 
eragesof the five roads are 17,024 miles in England and 
23,177 in America—36 per cent. more in thiscountry. That 
is, a train service requiring 100 locomotives in this country 
would require 136 in Engiand. 

We have added the figures showing the proportion of pas- 
senger train mileage, because engines in passenger service, 
hauling light trains at great speed, can make a greater mile 
age than freight engines. The English roads, it will be 
seen, have a much larger proportion of passenger trains 
than the American, though the comparatively smal! 
New York & New Haven road has more than 
any English road ia the list. Our monthly tables of loco- 
motive returns give very numerous instances of roads with 
an average performance of more than 3,000 miles per 
engine per month, and some nearly 4,000. Most of these, 
however, include a switching mileage, and some a construct_ 
ive switching mileage. In the list above only mileage of 
passenger and freight trains has been included, and this has 
been divided by the whole number of locomotives (including 
those used exclusively for switching), to get the mileage per 
engine. We presume this is the case also with the state~ 
ment for English roads. 








Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on uew railroads as follows : 

Cape Girardeau.—Extended west by south to Delta, Mo, 
6 miles. 
~ Central, of New Jersey,<Track is laid on a freight branch, 








by 











OcTOBER 14, 1881] 


THE RAILROAD GAZETTE. 


873 








in Newark, N. J., from the Newark & New York Branch, 
north and west, 2 miles. 

Chicago, Burlington & Quincy.—The Bethany Branch is 
extended from Bethany, Mo., westward to Albany, 18 miles. 

Chicago & Eastern Itlinois.—The Grape Creek Branch is 
extended from Grape Creek, Ill., south by west to West- 
vilie, 5 miles, 

Kankakee & Seneca.—The first track is laid from Kan- 
kakee, Ill, westward 10 miles. 

Michigan Central.—The Mack naw Dicision is extended 
from Indian River, Mich., northward to Cheboygan, 20 
miles, compieting the line. 

Newcastle and Rushville.—Track laid from Newcastle, 
Ind., southward to Rushville, 24 miles, completing the road, 
which is a branch of the Ft. Wayne, Muncie & Cincinnati. 

New York, Chicago & St. Louis.—Extended from Arcadia, 
U., eastward through Fostoria, and from Oakwood, O., west 
to New Haven, Ind., 42 miles inall. Track laid also 
from Wanatah, Ind., east to near Knox, 22 miles, and from 
Painesville, O., west by south to Willoughby, 10 miles. 

Philadelphia, Martton d& Medford.—Extended from 
Marlton, N. J., eastward to Medford, 6 miles. 

Sioux City & P.citic.—The Nebraska Division is extended 
from Atkinson, Neb., westward 22 miles. 

Union Pacific.—The Julesburg Branch is extended from 
Riverside, Col., west by south: to La Salle, 100!, miles, 
completing the line. 

Vernon, Greensburg d& Rushville.—Extended from Mii- 
roy, Ind., northward to Rushville, 9 miles, completing the 
road, 

This is a total of 306}4 miles of new railroad, making 5,340 
miles this year, against 4,135 miles reported at the corres- 
ponding time in 1880, 2,507 miles in 1879, 1,422 miles in 
1878, 1,548 miles in 1877, 1,740 miles in 1876, 903 miles in 
1875, 1,180 miles in 1874, 2,897 miles in 1873 and 5,147 
mile: in L872. Railroad construction this year bas already 
passed the great mileage of 1872. 


CHICAGO THROUGH RAIL SHIPMENTS Eastwarp for the 
month of September last were 264,994 tons, against 151,464 
tons in 1880 and 134,141 in 1879. Thus the rail shipments 
this year were nearly 74 per cent. greater than last year 
and nearl¥ twice as great as in 1879, though the total Chi- 
cago shipmeuts were less this year than last, the vessels hav- 
ing lost what the railruads have gained by their low rates. 
The gross receipts from the shipments, however, must have 
been about one-eighth /ess this year, and as for net earnings, 
it can hardly be said that there were any this year on this 
traffic. Last year the Chicago rail shipments were excep- 
tionally small in September—smaller than in any other 
month of the year except April, and much smaller than in 
October and November. 

For the nine months ending with September the Chicago 
rail shipments have been 2,154,491 tons this year, against 
1,665,544 in 1880 and 1,930,334 in 1879. 

The increase over 1880 is 488,947 tons, or 291¢ per 
cent. 

For the 15 weeks since the great reduction in rail rates 
(June 17), the Chicago rail shipments for the past two years 
have been: 


188!. 1880. Increase. P.c. 
WA x: cbsdeccarneens 934,468 583,354 351,114 60.2 


Thus nearly two thirds of the whole increase in rail ship- 
ments this year was made in these 15 weeks of railroad war. 
The earnings from the shipments (rates being about half as 
great as last yea1) must have been about 80 per cent. of last 
year’s earnings trom the much smaller traffic. 

For the week ending Oct. 8, the Chicago Board of Trade 
reports the rail shipments to bave been 50,571 tons, against 
45,336 the week before. In this last week 10,240 tons of 
the shipments were flour and 28,383 grain. The percentage 
shipped by each route, as reported by the Board of Trade, 
for this week, and the actual percentages for the month of 
September, were : 

C.& Mich. Lake Fort P.C& B& 
G.T. Central. Shore. Wayne. St. L. Ohio. 
Veek to Oct. &.... 04 23.9 29.8 16.0 13.8 6.6 


September......... 8 25.4 30.5 18.0 9.9 7.8 
Pool per cents..... 10.0: 26.0 23.0 23.0 10.0 8.0 


Thus in September the Lake Shore was much above its 
pool percentage ; all the other roads, but chiefly the Fort 
Wayne, below. The two Vanderbilt roads carried 55.9 per 
cent. of the whole, against 49 allotted, and the two Penn- 
svlvania roads 27.9, against 33 allotted. 

The breaking of the speculation, which had made prices 
too high to permit shipments, tends tu increase shipments, 
but will doubtless affect the lake vessels more than the 
railroads, which latter all the time have had about all they 
could carry. 


LAKE RATES have gone up more rapidly than they went 
down. The “corner” which prevented shipments having 
been broken, the vessels, most of which for a week had not 
been able to get cargoes at any rates, while the few getting 
cargoes had accepted !¢ to 1 cent a bushel, obtained by Fri- 
day 3 cents a bushel. With the canal rates as now, $1.50 
a ton from Buffalo to Chicago, this should be a re- 
munerative rate. But it is reported that at the time when 
grain shipments almost ceased, a considerable number of 
grain vessels accepted ch:rters for garrying lumber or iron 
ore, and some made engagements for the season, so that the 
supply of tonnage is likely to be light hereafter. 

Caual rates have also advanced, and are now reported at 
5 cents a bushel for corn and 5! for wheat from Buffalo to 
New York. ‘ 

Ocean rates are reported at 314d. per bushel by steam 
from New York to Liverpool. ; < 

At this time last year the rates (on corn) were 7 cents hy 
lake, 53{ for gorn and 12); by sea—in all 35/4 cents, against 
14 now, ae ey iets 33% o ew 





THE CLEVELAND, CoLUMBUS, CINCINNATI & INDIANAP- 


-| OLIS RAILWAY is reported to have come under Vanderbilt's 


control. This is a movement of considerable importance, 
for the company will hereafter include the several lines of 
the Cincinnati, Hamilton & Dayton—roads from To- 
ledo to Cincinnati, and from Cincinnati to Indianap- 
olis, and to Richmond, Ind. The Cleveland road 
has been one of the chief western connections of the 
Erie, which reached Indianapolis and St. Louis through it, 
but St. Louis by another line also. It will, however, be able 
to reach both places by lines of the Pennsylvania Railroad 
which it already uses. The Cleveland road is naturally as 
much a connection of the Lake Shore as of any other road, 
and will form a harmonious part of the Vanderbilt system. 








NEW PUBLICATIONS. 





Mr. Alfred Owen, for many years inthe New York freight 
offive of the Penusylvania Railroad, has compiled and pub- 
lished in a little book of convenient size, bound in flexible 
cloth, a permanent Freight Classification Record, which is 
extremely convenient for reference, preservation, and the 
facility with which all additions and changes can be imme- 
diately recorded. Each title is preceded by two blauk col- 
umns, in which to record the number and the date of any 
change in the classification of the article named, as (when 
changed): 


| 1880. | 
ee PRS CU bb Fees cissicne SSeausconce 0200 sesscnee 4 


When these entries of number and date of correction have 
been made, the figure for the old classification is scored, but 
so as to leave it legible, so that it becomes a record of the 
classification as it was and of the time of change. 

At the end of the book is a place for recording instruc- 
tions as to articles not contained in the printed classification, 
to be entered with the date and the name of the official from 
whom the instruction was received. The publisher is Alfred 
Owen, No. 435 Broadway, New York. The west-bound 
trunk-line classification is now ready; the east-bound will 
soon follow: 

Gustav E. Stechert, No. 766 Broadway, bay imported Die 
Schule fiir den Gusseren Eisenbahn-Betrieb ({nstruction in 
Railroad Operation) by Brosius and Koch, who are the au- 
thors of a most excellent and popular work on locomotives 
that has had a large sale in Germany. Twe out of three 
parts of the new work have been issued, and these 
have 626 pages, and no less than 680 engravings. 
A very large part of the first part (253 pages 
is taken up with abstracts of arithmetic, geometry, instruc- 
tions in drawing. physics and mechanics (188 pages are de- 
devoted to the latter), which have no more to do with rail- 
road service than with many other occupations. Most Ger- 
man hand-books have such matter, which one would suppose 
to be better by itself. The character of the rest of the work 
may be gathered by some of the chapter headings, 
such as ‘Description of the Locomotive” (45 
pages), the Locomotive in Operation; Locomotive Supplies; 
Railroad Cars; Wheels, Axles and Tires; Journal Bearings 
and Boxes and Lubricating Apparatus; Car Framing; Car 
Brakes; Passenger Cars; Construction and Maintenance of 
Road; Surveying; Earthworks. 

The part yet to be issued will treat more fully of cor struc- 
tion and maintenance, signals, station and train service, etc. 
The abundance of the illustrations gives to those even who 
do not read German a good idea of many of the railroad 
appliances used there. 


~ 





Observations on English Railroads—Shops at Glas- 
gow. 





Lonpon, Oct. 1, 1881. 

One of the most interesting places in Great Britain to a 
mechanical engineer is Glasgow. It is a great centre for 
the manufacture of all kinds of steam machinery, and it 
may be said that nowhere else in the world is better work 
done than there. It hastwo of the largest locomotive shops, 
and the ship building of the Clyde is noted the world over. 
The repair shops of the North British and of the Caledonian 
railways are both at Cowlairs, a suburb of Glasgow. The 
works of Messrs. Neilson and Co. are near them, and those 
of Messrs. Dubs & Co. are on the south side of the Clyde. 

SHOPS OF THE NORTH BRITISH RAILWAY. 

Mr. D. Drummond is the Locomotive Superintendent of 
the North British line, the shops of which were the first ones 
visited. All or nearly all his engines have inside cylinders 
and are of the usual English type. His road has grades of 
75 ft. per mile, so that the conditions of working approxi- 
mate to those of most American lines more nearly than they 
do on the majority of English roads. It 1s very much to be 
regretted that statistics of the loads hauled by locomotives in 
this country are not published. If this information could be 
obtained from the North British line, it would supply the 
basis for some very interesting comparisons of the work done 
on our own lines, but, as has been remarked before in one of 
these letters, the accounts kept on English lines do not supply 
this information. As it is, a comparison which has any 
value is very difficult to make. 

Mr. Drummond makes all his boilers with butt joints, 
quadruple riveted for the horizontal seams, and lap-joints 
for the circumferential seams. It may be remarked here 
that butt-jointsfor the longitudinal seams are the almost 
universal practice in the Glasgow shops. On both the North 
British and the Caledonian lines the circumferential seam, 
are lap-joints, but in both the Messrs. Neilsons’ and Dubs» 
shops some of the boilers are made with butt-joints for the 
circumferential seams also, With one ar twa exceptions 
the universal practics in the construction af logomative 
boilers is to make the horizqutal seams with butt-joints and 





double covering strips which are quadruple riveted. For 
the circumferential seams. the practice seems to be about 
equally divided tetweeu butt-joints with an outside ring only 
and two rows of rivets and ordinary lap-joints. The hori- 
zontal seams are universally placed above the water 
lice. The one in the plate to which the dome is attache 1 is 
generally put directly under the dome. In some shops the 

edges of this plate are welded together. In others they ure 

joined by double-welted butt-joints. The platesin the svells 

are universally thicker than those used in the United States, 

and vary from ,; to ,in. In all these respects English 
locomotive boilers are superior to those made in America. 

In many cases here all holes are drilled; in others they are 
punched small, and then reamed out; but neither of these 
practices is as common as ore would be led to believe by read- 

ing the engineering papers published here. All builders who 
drill their plates agree that the additional expense of doing 
so is very little, while those who have not done it seem 
to exaggerate the cost. It is not complimentary to either 
our master mechanics or our lucomotive-builders that they 
have vot adopted forms of construction which the whole 
civilized world is using, and which have been known so long 
and the advantages of which have so often been set fortl , 
nor is it a pleasant task to be obliged to admit our inferior ity 
in this respect. Candor compels the acknowledgment, 
however, and, in this case, doubtless, it will be salutary to be 
candid, however disagreeable it may be to write or to read 
the admission. 

The method of supporting fire-box crown-plates seems to 
be about equally divided between the system of direct stay- 
ing with screw-stays, and cross-vars, or ‘“ girder-stays” as 
they are called here, slung to the outside shell or roof of the 
fire-box. Both metiaods are very unsatisfactory, and ina 
great measure unmechanical. The Belpaire system of fire - 
box, which is used very extensively on the continent, has so 
mavy advantages and so few disadvantages, and is such a 
perfect form of construction, that it is surprising that it has 
not come into more general use both here and in the United 
States. 

In the newer portions of the North British shops some 
very good specimens of hydraulic crane: have recently been 
erected. The erecting shop, for example, has three bays 
with three tracks in each bay. It is 127 x 364 ft., and the 
span of the cranes is 43 ft. measured from centre to centre 
of columns, or 41 ft. 8 in. from centre to centre of the sup- 
porting girders. The body of each crane consists of two 
riveted girders. The longitudinal and transverse movement 
is effected by gearing driven by longitudinal shaiis on the 
side of the beams which carry the cranes. These shuft® 
have a key-way cut their whole length, in which slides a cor- 
responding key in one cf the gear wheels. The bearings of 
the shafts are arranged in a very ingenious way, so that 
they are moved downward and thus leave the shaft clear 
for the driving gear to slide over the journal of the shaft 
where it rests on the bearing. When the crane has passed 
the bearing, the latter is moved up into its norma) position, 
and it then agaiv supports the shaft. 

The lifting apparatus consists of a hydraulic ram with a 
piston 9 in. in diameter. This ram is worked by a three-cy). 
inder pump on top of the crane, which is driven by the shait 
and gearing. In a previous letter reference has been made 
to the facility with which heavy work may be handled by 
such cranes and their common use in shops here. Later ol - 
servation has confirmed this first impression, and shown 
even a more general use of such appliances than was at first 
apparent. 

SHOPS OF THE CALEDONIAN RAILWAY. 

The Caledonian line, of which Mr. R. Brittain is Locome- 
tive Superintendent, is one of the few lines in which outside- 
cylinder engines are generally used. Many of the passen- 
ger engines have a single pair of driving-wheels. A type of 
goods engines with radic] axles in front and bebind is also 
much used. Generally the cylinders are inclined, and have 
the steam-chests on the sides. Englishmen have what 
seems a very unreasonable prejudice against the use of a 
rocking shaft, and in order to avoid it they adopt what 
seems a very inconvenient arrangement, the plan of placing 
the steam-chests on the inside of the cylinders. It is true, of 
course, that rocking shafts give the appearance of complic: - 
tion, but, as a matter of fact, they are very simple; and it 
is doubtful whether the cost of maintaining them on loco- 
motives will average a dojlar per year if we take the whole 
stock of a railroad on which they are used. A little inter- 
course with English locomotive superintendents reveals the 
singular fact thal; one of the strongest motives controlling 
them in designing locomotives is the purpose or desire to 
have them /ook as plain and simple as possible. It is of 
course important that a locomotive should be simple or with- 
out complication, but it is not important that it should 
appear so, Tbe purpose to give it that look is what might 
be called a mechanical sentiment, without any practical use 
whatsoever, excepting so far as it may lead to the adoption 
of actual simplicity in construction. Yet notwithstanding 
this it seems to be one of the strongest motives that have 
influenved the design of English locomotives, ané probably 
has had a great deal to do with the continued uss of inside 
cylinders and steam-chests, plate-frames and single pairs of 
leading wheels instead of bogies. The tendency of the 
English mechanical engineer seems to be to hide all the 
working parts as much as possible, and with this end in 
view he puts as many of them between the frames, and covers 
up the whole with “‘splashers” as much as he can. It seems 
as though he thus sacrifices siaiplicity for the appearance of 
it, An American master-mechanic, on the other hand, 
wants the machinery on the outside and acc: ssibie as much a s 
possible, where it can be examined, oiled, cleaned and 
taken apart easily, He therefore wil] not have inside cylin, 
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ders, nor plate frames, and the merits of some of the late | 


forms of valve gear, which may all be on the outside of the 
engine, will probably need only to be known to be generally 
adopted in the United States. It is of course not asserted 
that either motive is the only one which governs the design- 
ers of locomotives in the two countries. But an American 
must see that the one attributed to his English brother often 
has great influence with him—much more in fact than 
deserves. 
LOCOMOTIVE WORKS OF NEILSON & CO. 

The works of Messrs. Neilson & Co. at Cowlairs are very 

well arranged, and employ from 1,500 to 1,600 men. There 


is an orderly look about them that indicates very systematic | 


managemen’. Like most other establishments of this kind, 
they build a great variety of engines to suit the ideas and 


views of those in authority who order them. Among 
the orders on hand was one for Mogul engines 


These have outside cylinders and steam-chests, but plate 
frames. The steam-chests were made in a peculiar way. 
The back portion of the chest, with the valve-stem stuffing- 
box, is cast with the cylinder. The surface on which the 
cover is bolted is in an inclined plane, extending from the 
top edge of the back of the chest to the lower edge of the 
front. The cover, therefore, had a portion of the chest cast 
with it. The objection to the plan is, that in case corrosive 
oil is used, it will be impossible, or very difficult, to replace 
the poriion of the steam-cnest cast on the cylinder. 

In some other engines, with rather larger cylinders than 
usual, in process of construction for the London, Brighton 
& South Coast Railway, some of the disadvantages of inside 
cylinders were shown. The cylinders of these engines are 
so large that there is not room for them between the frames, 
and for the steam-chests between the cylinders. It was, 
therefore, necessary to divide the slide valves into two 
parts and put the one above tae centre of the cylinders and 
the other below, so as to get room enough for the exhaust 
passages. The upper ones exhaust directly into the smoke- 
box; but the lower ones had to be carried entirely under and 
around the cylinders in order to get room enough. With 
cylinders «x. eeding 18 in. in diameter it would be impossible, 
or at least very difficult, to place the steam-chests between 
them, and it sem; doudtfal whetuer inside cylinders of the 
siz2s now required in consolidation engines could be used at 
all. 

At Messrs. Neilson’s works a great deal of forging is done 
in dies. In doing some of this work a radial steam hammer 
is used. This is mounted on a vertical spindle, and revolves 
somewhat after the manner of a radial drill. The dies are 
then arrange] ia acircle, and by this m+ans the object to be 
forged is partially formed in one dic and then transferred to 
another until completed. This can be repeated any number 
of times, and in this way a very complicated forging can be 
made. It shou'd be added that steam js admitted to the 
steam bammer through the top of its spindle, a simple 
stulling-box answering to make a joint with the steam-pipe. 

An opportunity was giveu in these works of seeing the 
operation of flanging the back plates for fire-box shells by a 
hydraulic press. This machire consists in the first place of 
an ordinary casting or former, such as is u-ed for flanging 
by hand, This is inverted and fixed over a flat movable 
horizontal table, similar to the table of a driil-press, which 
can be raised by tour vertical hydraulic plungers up against 
the casting or former first described. ‘lhe plate to be 
flanged, after being heated in a suitable furnace, is placed 
in the movable table, its position being carefully 
The table is then forced upward, so as to clamp the hot 
plate securely between the table and the inverted former. 
Another former, wh'ch fits the upper one and is the counter- 
part of it. and attached to a central ram 
of the hydraulic press, is then foreod up so as to squeeze the 
edges of the plate to the shaps required. The lower former 
is cut away in the centre so ast. leave room for the table, 
and is in the form ofa ring, or rather rim, fitted to the upper 
casting. The whole operation takes much less time than 
was required to write this description, and tle work done is 
as nearly perfect as could be desired. 


gauged. 


Is 


It may be noted as an interesting fact, having some bear- 
ing upon the relative merits of the truck or *‘ bogie” syste n 


for locomotives, that Messrs. Neilson & Co. are just complet- 
ing some passenger engines fof the Midland Railway—which 
line, it will be remembered, has used trveks under both its 
engines and its cars—which are made with a single pair of 
leading wheels instead of a truck. That is, after using the 
latter quite extensively, it bas beeu abandoned for the single 
pair of leading wheels. 
LOCOMOTIVE WORKS OF DUBS & CO. 

The works of Messrs. Dubs & Co. are very nearly or quite 
as large as those of Messrs. Neilson & Co. The former em- 
ploy about 1,300 men and when visited were engaged on a 
large order for locomotives for the Indian State railways. 
These were of the American type with outside cylinders, 
four coupled wheels and truck. The cylinders were some- 
what steeply inclined, as they were on American engines 
twentfive or thirty yearsago. The reason for this was 
that the turn-tabl+s on the line for which they are intended 
are not long enough to take the engines if their wheel-base is 
extended by spreading the truck wheels enough to bring the 
cylinders down horizontal. 

The details of these engines were English, and they are an 
exawple of what may be done by employing the latter with 
the American general plan. The steam-chests were placed 
on the sides of the cylinders so as to get a direct connection 
for the valve-gear and avoil using a rocking shaft, which is 
so much disliked here. Plate frames were also used, which, 
with the inclination of the cylinders, made the attachments 
for the latter excessively awkward. 

The guide-bars of these engires consist of a sing!e bar 


it | 





| above the piston-rod. The cross-heads were made of wrought 
| iron, the whole arrangement being very neat and well de- 
signed. 

As the subject of guide-bars is now under consideration, 
reference may be made to the practice and method, which 
is very common here, of making the quadruple guides, used 
with inside-cylinder engines, of cast iron. In this the Eng- 
| lisbmen have out Americanized the Americans. We have 
| used cast iron for many purposes for which our brethren 
| over here have not dared to use it. Gradually, but very 
| cautiously, they have tried and are now very generally 
| adopting cast-iron eccentric-straps. It was difficult, though, 
| to make some locomotive superintendents here believe that 
| we are using cast-iron slide-valves exclusively, and that ii 
| would be very difficult to find a brass valve anywhere 
in America, Locometive superintendents in the United 
States have, itis true, in some exceptional cases used cast-iron 
guide-bars, but they have not been well designed, and have 
not comeintogeneral use. Here, however, they have been 
made of either an | or [ sectiov. When the latter are used 
the upper and lower bars are cast in one piece. The L sec- 
tions are arranged as follows: Lt When 
is used they are placed as follows : = a - 

Of course, if the cross-head has a lug on it for working a 
pump, some modification of this arrangement must be used. 
At present, however, the use of injectorsis so universal that 
such modification wilt seldom be required. This plan of 
making the guides, it will be seen, in a measure protects the 
slides from dust, and at the same time if the two bars are 
cast together the one heips to stiffen the other. As every 
master-mechanic knows, no metal will wear so well as cast 
iron if the bearing surfaces and the lubrication are ample. 

Mr. Drummond, of the North British line, has adopted the 
plan of supporting the guide-bars in the middle and fasten- 
ing the ‘‘motion-plate” to them at that point without any 
attachment to the cylinders. This can be done better with 
inside than with outside cylinders, His theory of the matter 
is, that the pressure of the connecting-rod on the guides is 
greatest at the middle and diminishes towards, and is 
nothing at, the ends, and therefore if the support is in the 
middle it will resist the pressure better than it would at the 
ends. The form of guide-bars described is certainly much 
cheaper than either steel or case-harlened wrought iron, 
and if properly proportioned, that is, with ample wearing 
surfaces, will give quite as good or better results than the 
more exp2nsive forms, 


the other form 


The boilers of these Indian engines were made with butt- 
joints all. over, the longitudinal seams with double butt 
strips quadruple-riveted, and the circumferential seams with 
rings outside double-riveted. It should b2 added that when 
butt-joints are used the edges of the plates are always planed. 
The crown-piates were stayed with stay-bolts with an 
expansion arrangement for the front rows. Much trouble 
has been experienced here trom the distortion of the tube 
holes in the copper tube-plates. This is usually attributed 
to the upward expansion of the plate by heat. For this 
reason the front rows of crown-plate stays are usually made 
so that the plates can expand upward. This introduces the 
singular anomaly, that when the boiler is cold and has no 
pressure in it, it is well stayed, but when it becomes tot 
and the pressure rises, the stays are relaxed and the crown- 
plate is not supported at the front. 

Another feature in boiler construction here, in which 
more care is taken than with us, is in the fitting of the mud- 
rings, or *‘ foundation-rings,” as they are called here. These 
are often double riveted and planed or slotted over the 
vhole of the surface which comes in contact with the plates. 

HANDLING FREIGHT AT GLASGOW. 

College station in Glasgow is a very good example of the 
method in common use here for handling freight. It would 
be difficult, though, to give a clear description of the ar- 
rangements without a diagram and other engravings, 
Generally, however, the superiority of their stations consists 
in the use of cranes for handling all kinds of heavy freight. 
The station referred so has 27 of these cranes, all operated 
by hydraulic power. Each of them lifts a ton. Many of 
the railroads here have facilities fur storing large quantities 
of goods, In the College station immense quantities of wool 
are stored in the upper stories, and Scotch whiskey in the 
basement. These are raised and lowered by lifts and cranes; 
ali worked by bydraulic pressure. No description will be 
given here of the mechanism e:wployed, as iliustrations of it 
will be given in a future nuinber. M. N. F. 
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Meetings. 


Meetings will be held as follows: 

Chicago, St. Louis & New Orleans, annu:] meeting 
office in New York, Oct. 19. 

Cleveland, Columbus, Cincinnati dé Indianapolis and 
| Cincinnati, Hamilton & Dayton, meeting to organize the 
Ohio Railway Company, in Cleveland, O., Oct. 20. pa 
fer books of both companies were finaily closed Oct. 5; the 
| eaeee books of the consolidated com pany will be mua 
Oct. 24. 


, at the 





Railroad Conventions. 


The Brotherhood of Locomotive Engineers will hold its 
annual convention in Baltimore, Oct. 19. 

The American Institute of Mining Engincers will holdits 
autumn meeting in Harrisburg, Pa., beginning Oct. 25. 

The Southern Railway & Steamship Association will hold 
its annual convention in Washington, Oct. 26. 

The International Road-JMasters’ Association will hold its 
adjourned convention in Cleveland, O., Nov. 16. 








Dividends. 


Dividends have been declared as follows: 

* West Jersey, 4 percent., payable Oct. 15, 
of the current year. 

Wabash, St. Louis & Pacific, 114 per cent., quarterly, on 
the prefer red stock, Nov. 15. “ransfer books close Oct. 20. 

Baltimore d+ Ohio, 5 per cent., semi-annual, on both Main 
Stem and Washington Branch stock, payable Nov. 1. 


Southern Railway & Steamship Association. 


Notice is given that the seveath annual convention of the 
Southern Railway & Steamship Association will be held at 
Metropolitan Hotel, Washington, on Wednesday, Oct. 26. 

All transportation companies, members of or working 
with the Association, are requested to send duly authorized 
representatives, Directors and committees from stockholders 
of companies members of the Association are, under the 
rules, invited to attend. 

The Convention will be call2d to order at noon. 

The annual conventi+ns have heretofore been held at At- 
lanta, Ga., but some of the Northern members having re- 
quested a session further North, and on account of the Inter- 
national Cotton Exposition being in progress, and the prob- 
able difficulty of obtaining suitable accommodations, this 
convention is called at Washington. 


from the profits 


American Institute of Mining Engineers. 

The following is the official programme for the autumn 
meeting at Harrisburg, Pa. 

Tuesday, Oct, 25.—8 p. m. Opening session for the read- 
ing and discussion of papers, in the hall of the Young Men’s 
Christian Association. Addresses of welcome are expected 
from the Governor of Pennsylvania, and the Mayor of Har- 
risburg. 

Wednesdag, Oct. 26.—10 m. Session for the read- 
ing and discussion of papers Iv the afternoon the mem- 
bers are invited to visit the works of the Pennsylvania Steel 
Co. at Steelton. There will be a reception tendered by the 
citize:s of Harrisburg and their wives, to the visiting mem- 
bers aud ladies, in the evening. 

Thursday, Oct. 27.—An excursion will be made by special 
train on the Harrisburg & Potomac Railroad, to the hema- 
tite ore banks of the Philadelphin & Reading Coal & Iron 
Company, and also, by invitation of Mr. J.C Fuller, to 
Pine Grove Furnace on the South Mountaiv Railroad. 

Friday, Oct, 28.—10a.m. and8 p.m. Ses-1ons for the 
reading and discussion of papers. In the afternocn an ex- 
cursion will be made to the Cornwall ore banks, near Leba- 
non. 

éxcursion tickets to Harrisburg wi!il be sold on the main 
line of the Peunsylvania Railroad, on the United Railroads 
of New Jersey Division, and on the Northern Centrai Rail- 
road, for 2 cents per mile, on presentation of card orders, 
which can only be obtained from the Secretary of the Insti- 
tute. Excursion tickets to Harrisburg will b® sold on the 
Philadelphia & Reading Railroad, and its branches, for one 
and a third fare, on card orders, to be obtsxined from the 
Secretary of the Institute. The Shenandoah Valley Rail- 
road will sell special excursion tickets from Waynesboro, 
Va., to Harrisburg. 

The headquarters of the Institute in Harrisburg wil! be at 
the Lochiel House, where the special rate will be $2 a day. 
The rate at the United States Hotel and at the Jones House 
will be also $2; and at the Bolton House, $1.75 a day. 
Members who wish to secure rooms in advance are requested 
to write directly to the hotel. It is desirable that the Secre- 
tary should know as soon as possible how many members, 
and acc -mpanying ladies, will attend the meeting. 


a. 


Order of Railway Conductors, 

The Grand Lodge of this order met in annual convention 
in Buffalo, N. Y., Oct. 4, with a full attendance, delegates 
from 60 divisions or lodges being present. ‘he Grand Lodge 
continued to sit daily until Oct. 7, the sessions being held 
with closed doors. ‘The chief business was the consideration 
of a proposed revision of the constitution. The new revised 
constitution was adopted, and the ritual of the Order was 
rcconstructed. The most important changes in the constitu- 
tion relate to the insurance organization, which is practi- 
cally a special sub order of the Grand Order, Heretofore 
the premium of insurance? has depended on the number of 


members, each member insured paying $1 on each 
death. The policies thus male up have not’ been 
less than $1,600 for some time. During the puist 


year there have been sevea deaths from the Order, but only 
two from the insurance organization. By the new regula- 
tions the amount of the policies is plac ed at $2,000, to be in- 
dependent of the number of beneficiaries. There is required 
an assessment of $2.50, of which the $2 goes to make up a 
perpetual assessment fund, and the balance is for contivgent 
exp As thus ré gulate d there by = be in the trensury 
at all times a fund sufticient to pay two policies. There is 
no insurance against accidents, except such as result in total 
cisability, in which event the premium becomes payable to 
the person disabled, just as upon his death the policy would 
go to his family. 

It was decided to meet next year at St. Paul, Minn. On 
Oct. 8 the delegates started on an excursion, the programme 
for which has been already given. 


eoses, 





ELECTIONS AND APPOINTMENTS. 


Atlantic & Pacific.—The following circulars have recently 
been issued: 

‘F. W. Smith, Superintendent, has been appointed Gen- 
eral Superintendent, with headquarters at Albuquerque, 
N. M.” 

*“*Mr. George Chalender kas been appointed Superir- 
tendent of Motive Power and Machinery Department. in the 
place of G. B. Simonus (resigned), to take effect Oct. 1, 
1881.’ 

Mr. Chalender was formerly on the Chicago, Burlington 
& Quincy road. 


Baltimore & Ohio.—Mr. Frank Harriott has been ap- 
pointed General Freight Agent in place of M. H. Smith, 
resigned to go to the Pernsylvania. Mr. Harriott has been 
for some years General Western Agent of the company in 

Chicago. His office will be in Baltimore. 


Buffalo, New York & Philadelphia,—At the annual meet- 
ing in Buffalo, sa: 5, the following directors were chosen : 
Wm. H. Glenny, C. J. Hamlin, Josiah Jewett, Sherman S. 
Jewett, F. H Root, Bronson C. Ruinsey, J. F. Schoelikopf, 
Walter T. Wilson, Buffaio, N. Y.; George J. Magee, Wat- 
kins, N. Y.; J. W. Jones, Philadelphia; Archer N. Martin, 
Tsaac Seligman, E. F. Winslow, New York. The board re- 
elected Sherman: 8. Jewett President; J. W. Jones, Vice- 
President; Franklin 8. Buell, Secretary and Treasurer. 

Chicago & Alton.—The following appointraents are an- 
nounced by General Freight Agent. H. Courtrigbt: F. 
A. Wann, Assistant General Freight Agent, headquariers 
at St. Louis: ( seorge S. Tyler, General Agent at St. Louis; 
F. 8. Doggett, General Agent at Kansas City. 


Chicago & Grand Trunk.—Yhe jurisdiction of Mr. J. M. 
Whitman, General Western Passenger Agent of the Grand 





. Trunk road, is extended over this road also. 
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Chicago, St. Louis & New Orleans.—The statement, made 
by all the Chicago papers and copied by us, that Mr. J. C. 
Clarke had been chosen President and Mr. L. M. Brien, 
Vice-President, is contradicted. Mr. Wm. H. Osborne has 
not resigned, but will remain President of the company 
until the annual meeting next week. It is understood, how- 
ever, that he will tnen retire, and that Mr. Clarke will be- 
come President. Mr. Brien will probably retain his present 
position as Assistant General Manager. 


Chicago & Eastern Illinois.—At the annual megting in 
Chicago, Oct. 4, the following directors were chosen: For 
one oa F. W. Huidekoper, Chicago; John N. Brockman, 
H. 6. Hammond, New York; for two years, E. F. Leonard, 
S eo Ml. ; Franklin H. Story, ton; E, E. Chase, 

vew York; for three years, J. G. English, Danville, Ill. ; 

George W. Gill, Worcester, Mass.; Thomas W. Shannon, 
New York. The only new director is E. E. Chase, who re- 
p:aces C. E. Stevens. 

The board elected F. W. Huidekoper President; Franklin 
H. Story, Vice-President: A. S. Dunham, Secretary; J. C. 
Calhoun, Treasurer; F. W. Huidekoper, F. H. Story, H. B. 
ee T. W. Shannon, J. N. Brockman, Executive 

om mittee, 


was organized Oct. 9, as lessee of the Cincinnati Southern, 
by the election of the following directors: Theodore Cook, 
Wm. A. Goodman, Edgar M. Johnson, Alexander Macdon- 
ald, Cincinnati; John Scott, Chattanooga, Tenn.; Frederick 
Wolff, Montgomery, Ala.; Charles A. Page, New York. 
The board elected Theodore Cook President; Jobn Scott, 
Vice-President and General Manager; George F. Doughty, 
Secretary; H. H. Tatem, Treasurer; Edgar M. Johnson, Gen- 
eral Counsel. 


Cincinnati, New Orleans & Texas Pacific.—This company 


_ Cleveland, Tuscarawas Valley & Wheeling.—The follow- 
ing circular is dated Sept. 30: 

“A. J. Baggs, General Agent at Wheeling and Bridgeport, 
having urgently requested that he be relieved of the duties 
pertaining to said stations, to enable him to attend to his 
personal affairs, and having consented to remain in the ser- 
vice of the company to attend to such duties as may be 
assigned to him, that shall occupy only a part of his time, it 
is with much regret that his request is hereby complied witb, 
to take effect Oct. 1, 1881. 

“Mr. C, M. Fisher is appointed Agent for Wheeling and 
Bridgeyort, ee transfer business at West Wheeling 
and upon the Ohio River, with his office for the present at 
Bridgeport.” 


Concord & Portsmouth, At the annual meeting in Man- 
chester, N. H., Oct. 6, the following directors were chosen : 
Jobn J. Bell, S. N. Bell, Stephen Kenrick, B. F. Martin, 
Walter M. Parker, John J. Pickering, Joseph B. Walker. 
The board elected Stephen Kenrick President; Wm. H. 
Hackett, Clerk. The road is leased to the Concord Com- 
pany. 


Connecticut River.—Mr. Charles H. Crane has _ been ap- 
pointed General Ticket Agent, in place of F. D. Heywood, 
resigned. Mr. Crane has been Chief Clerk in the general 
freight office. 


_ Cumberland & Pennsylvania.—At the annual meeting 
in Cumberland, Md., the following directors were chosen: 
Wm. F. Frick, Robert Garrett, Decatur H. Miller, Charles 
F, Mayer, Wm. Whitewright. 


Denver & New Orleans.—Mr. E. R. Howe has been ap 
pointed Resident Engineer, with headquarters at Randall’s 
Rancb, Col., near Colorado Springs. 


Duluth & Dakota,—The directors of this newly organized 
pene are: A. W. Lathrop, D. D. Robinson, Appleton, 
Minn.; Z. B. Clarke, M. Hoban, H. W. Stone, F. M. Thorn- 
ton, W. A. Toland, Benson, Minn.; Lane K. Stone, Monte- 
video, Minn.; Wm. Moses, Ole Petersen, Chippewa, Minn. 
The board elected F. M. Thornton President; A. W. Lath- 
rop, Vice-President; H. W. Stone, Secretary, Z. B. Clarke, 
Treasurer. 


Erie & Chicago Line.—Mr. J. T. Hosford, for some time 
Acting Western Agent, has been appointed (feneral Western 
Agent, with cffice in Chicago. 


Galveston, Harrisburg & San Antonio.—Mr. D. G. 
Thompson (late Master of Transportation) has been ap- 
pointed Assistant Superintendent, in place of Wm. Davis, 
resigned. 


La Crosse & Southwestern.—The officers of this new com- 
pauy are: President, Joseph Clarke; Vice-President, Charles 
Michel; directors, A. Hirsheimer, J. McCord, J. 8. Medary, 
G. R. Montague, C. W. Thompson, J. Ulrick, G. Van Steen- 
wyk; Secretary, R. Calvert: Treasurer, G. Van Steenwyk. 
Office in La Crosse, Wisconsin. 


Lake Shore & Michigan Southern.—Mr. P. P. Wright has 
been appointed General Superinteadent of this road in place 
of Mr. Charles Paine, who is now General Manager of the 
New Yerk, West Shore & Buffalo. Mr. Wright will take 
charge Oct. 24. He is an old Lake Shore man, having been 
Superintendent of the Kalamazoo Division, and afterwards 
of the Buffalo Division. He left the road in September, 1873, 
to become Superintendent of Transportation of the Erie 
road, which office he now holds, 


Louisville & Nashville..—The list of directors re-elected 
last week is as follows: George A. Washington, Nashville, 
Tenn.; E. P. Alexander, B. F. Guthrie, H. C. Murrell, H. 
Victor Newcomb, Louisville, Ky.; Clarence H. Clark, Phils. 
delpbia; C. C. Baldwin, George C. Clark, Thomas W. Evans, 
Edward H. Green, James T. Woodward, New York. 

Mr. J. T. Harahan, Superintendent of the New Orleans 
Division, has beea appointed also Superintendent of the 
Mobile & Montgomery, the Selma and the Pensacola & 
Selma divisions, with office at Montgomery, Ala., in place 
of George Nason, deceased. 


Minneapolis & St. Louis.—This oumpeny has elected the 
following officers: President, W. D. Washburn; Vice-Presi- 
dent, H. T. Welles; Treasurer, A. H. Bode; Secretary, M. 
P. Hawkins; Executive Committee, W. D. Washburn, C. H. 
Pettit, J. K. Sidle, W. W. McNair. 


Minnesotu Midland.—At the annual meeting in Wabasha, 
Minn., last week, the following directors were chosen: John 
W. Carey, James G. Lawrence, 8.8. Merrill, Alexander 
Mitchell, Charles H. Prior. The road is worked by the Chi- 
cago, Milwaukee & St. Paul Company. 


Missouri Pacific.—Mr. J. W. Wallace is appointed 
Freight Claim Agent for this company and all its leased and 
controlled lines, with office in St. Louis. 

A circular from this company announces that hereafter 
all freight busincss of this road and its leased and controlled 
lines (including the St. Louis, Iron Mountain & fouthern) 
between Texas and points east of the Mississippi will be 
under charge of 8. Frink, General —_— Agent. All 
business toand from points in ri and the 
Indian Territory will be under charge of 5. A. Hill, General 
Freight Agent. 


New York, Lake Erie & Western.—Mr. G. W. Bartlett 
has been appoint Track Supervisor of the Middle Section of 
the Delaware Division, from Lackawaxen to Lordville. 


Order f Railway Conductors.—At the annual meeting in 
Buffalo, N. Y., last week, the Grand Division of this order 
elected officers as follows: Grand Chief Conductor, C. 8. 
Wheaton, Eimira, N. Y.; Assistant Grand Chief Conductor, 
P. E. Fitzgerald, St. Louis; Grand Secretary and Treasurer, 
W. P. Daniels, Cedar Rapids, Ia.; Grand Senior Conductor, 
8. H. Detries, Toronto, Ont.; Grand Junior Conductor, W 
S. Dunn, Scranton, Pa.; Grand Inside Sentinel, W. 8. 
George, Houston, Tex.; Grand Outside Sentinel, W. A. 
Webster, St. Thomas, Ont.; Insurance Committee, T. St. 
Clair, Elmira, N. Y., and J. H. Archer, Cleveland, O.; 
Executive Committee, C. R. Ashton, Council Bluffs, Ia., 
H. 8S. Chapman, Buffalo, N. Y., and M. Ryan, New York. 


Pacific Railroad Commissioners.—The following commis- 
sioners have been appointed to examine sections of the vari 
ous Pacific roads lately completed, in order that the land 
grants for those sections may be duly transferred to the 
companies: Northern Pacific, eastern end, B. B. Burns, 
Mansfield, O. ; Ezekiel Clark, Iowa City, Ia. ; David C. Shep- 
herd, St. Paul, Minn. Northern Pacific, western end, H. H. 
Gorringe, New York; C. W. Slagle, Fairfield, Ia.; T. T. 
Minor, Port Townsend, Wash. Ter. Atlantic & Pacific, 
Simon Stevens, New York; R. D. Mussey, of Ohio, and E. 
C. Dean, of Michigan. New Orleans Pacific, Thomas Has- 
sard, New Orleans. 


Pennsylvania.—The following is the general order ap- 
pointing Mr. Smith to the general agency in New York: 
“Mr. Milton H. Smith has been appointed General Agent for 
New York and New England, to take effect Oct. 1, 1881. 
His office will be at New York. 

‘Under the revised organization for conducting the busi- 
ness of the company, the duties of the General Agent for 
New York and New England are defined as foliows: 

** ‘There shall also be a General Agent for New York and 
New England, whose cuty it shall be to familiarize himself 
with the freight traffic to and from that district, and who 
shall be specially charged with securirg the same. He 
shall frequently visit the district assigned to bim, keep him- 
self in communication with the officers of eastern connecting 
lines, and arrange for the handling of through traffic. He 
shall, when necessary, communicate directly with the proper 
officers of the roads controlled by the company west of. Pitts- 
burgh in relation to through business. 

‘**He shall keep himself advised upon all matters of general 
interest to the company, and communicate with the Presi- 
dent or First Vice-President in reference thereto. 

‘**He shall have charge of the freight soliciting agencies in 
New York and New England, and visit the same from time 
to time. He shall issue rates on west-bound freight, and 
shall, upon all matters connected with these duties, report 
to and receive his instructions from the First Vice-President 
and the General Freight Agent of the company. 

‘* ‘He shall have control of all the freight stations in New 
York and at Harsimus Cove, including the grain elevator, 
and shall have charge of the tugs, floats and lighters, and be 
responsible for their efficient and economical management; ¥ 
and in the performance of these duties shal] repert to the 
General Manager and to the General Superintendent of the 
United Railroads of New Jersey Division.’ ” 


Pennsylvania & New York.—Mr. John 8, Lentz has been 
appointed Master Car-Builder of the Pennsylvania & New 

ork Canal and Railroad and the Geneva, Ithaca & Sayre 
Railroad, to take effect from Oct. 1. His office will be 
at Packerton, Carbon County, Pa., where all communi- 
cations may be addressed. 

9 Lentz is also Master Car-Builder of the Lehigh Valley 
read, 


Pittsburgh, Cincinnati & St. Louis.—Mr. John Snee has 
been appointed Paymaster of the Columbus, Chicago & Ind- 
iana Central Division, in place of Edward Denmead, resigned. 


Raleigh & Augusta Air Line.—At the annual meeting in 
Raleigh, N. C., Oct. 6, the following were chosen: Presi- 
dent, John M. Robinson; directors, Joseph B. Batchelor, 
Paul C. Cameron, W. W. Chamberlain, Walter Clark, 
W. J. Hawkins, R. S. Tucker. The board re-elected W. W. 
—_ Secretary and Treasurer; John C. Winder, Superin- 
tendent. 


Rakigh & Gaston.—At the annual meeting in Raleigh, 
N. C., Oct. 6, the following were chosen: President, John 
M. Robinson; directors, Joseph B. Batchelor, Paul C. 
Cameron, W. W. Chamberlain, Walter Clark, W. J. Haw- 
kins, R. S. Tucker. The board re-elected W. W. Vass, 
Secretary and Treasurer; John C. Winder, Superintendent. 


Richmond & Danville.—At a special meeting in Rich- 
mond, Va., Oct. 7, John P. Branch was chosen a director 
in place of W. L. Owen, deceased. 

he company has now three vice-presidents, as follows: 
First Vice-President, George W. Perkins, New York; 
Second Vice-President, A. Y. Stokes, Richmond, Va.; Third 
Vice-President, T. M. Logan, Richmond. 


St. Louis, Iron Mountain & Southern.—Mr. C. G. Warner 
is appointed General Auditor, in place of J. W. Wallace, as- 
signed to other duties. 


Salem.—This company has elected Samuel Abbott Presi- 
dent; D. W. C. Clement, Secretary and Treasurer. The 
road is leased to the West Jersey Company. 

Savannah, Florida & Western.—Mr. Jonah H. White is 
ae Eastern Passenger Agent of this company, with 
office at No. 315 Broadway, New York city. 


St. Louis Bridge.—The joint lessees (the Wabarh, St. 
Louis & Pacific and the Missouri Pacific) have appointed 
Mr. George Clinton Superintendent of the St. Louis Bridge 
and the Union Depot in place of J. B. Van Dyne, resignea. 
Mr. Clin‘on is now Local Freight Agent of the Wabash in 
Prggesaer and was formerly on the Chicago, Milwaukee & 

. Paul. 


Toledo, Delphos & Burlington.—Mr. Albert M. Metheany 
has been appointed Division Superintendent, with office at 
Delphos, U. Mr. Metheany was recently Train Dispatcher 
on the Cincinnati, Hamilton & Dayton. 


Union Pacific.—Mr. L. H. Korty has been appointed 
Assistant Superintendent of Telegraph. He has been long 
connected with the road. 


_ Wabash, St. Louis & Pacific.--Mr. George Skinner hav- 
ing declined the position, Mr. D. G. Moore has been ap- 
—s Superintendent of the Cairo Division. Mr. Moore 
as been with the Wabash Company sivce 1866, and for 
four years past has been agent at Danville. 


Western Union Telegraph.—At the annual meeting in 
New York, Oct. 12, the following directors were chosen : 
Norvin Green, Thomas T. Eckert, Edwin D. Morgan, John 





Van Horn, A us Schell, Harrison Durkee, Jay Gould, 
Russell Sage, Alonzo B. Cornell, Sidney Dilion, Cyrus W. 
Field, Edward 8. Sanf James H. Banker, Moses Taylor, 


, Robert Lenox Kenn:2dy, jag J. Jewett, J. Pi nt Mor- 
win 


gan, Frederick L. Ames, D. Worcester, William D. 





Bishop, C. P. Huntington, George B. Roberts, Zalmon G 
Simmons, Samuel Sloan, Erastus Wiman, Amasa Stone, 
George J Gould, Chauncey M. Depew, James W. Clendenin. 

Of this list 19 were members of the old board. The ten 
new directors are Cyrus W. Field, C. P. Huntington, George 
B. Roberts, Zalmon G. Simmons, Samuel Sloan, Erastus 
Wiman, Amasa Stone, George J. Gould, a M. 
pew and James W. Clendenin. They succeed to “the places 
of Joseph Harper, George M. Pullman, John R. Duff, O. H. 
Palmer, Anson Stager, Henry M. Phillips, Samuel F. Bar- 

r, Cornelius Vanderbilt, Wilson G. Hunt, and Samuel A. 

unson. 

The board re-elected Norvin Green President, and chose 
the following Executive Committee: Norvin Green, T. T. 
Eckert, Edwin D. Morgan, John Van Horn, Augustus 
Schell, Harrison Durkee, Jay Gould, Russell Sage, Alonzo 
B. Cornell, Cyrus W. Field, Sidney Dillon. 


Worcester & Shrewsbury.—At the annual meeting in Wor- 
cester, Mass., Oct. 10, the following directors were chosen: 
J. M. Drennan, George E. Hapgood, Charles H. Perry, Wm. 
T. Sleeper, F. L. Smith. The board elected Charles _H. 
Perry President; Walter F. Brooks, Clerk; George E, Hap- 
good, Treasurer; J. J. Coburn, Superintendent. 





PERSONAL. 


—Mr. R. 8. Cook is the Democratic candidate for Railroad 
Commissioner of Minnesota at the coming election. 


—The Republican candidate for the office of Railroad 
Commissioner of Wisconsin is Mr. A. J. Turner, the present 
Commissioner. 


—Mr. A. P. Tyler, for26 years General Foreman of_ the 
New York Central & Hudson River shops in Syracuse, N.Y 
has resigned his position. ~ 


? 


—The reports that Gen. Herman Haupt will retire from 
the position of General Manager of the Northern Pacific 
have been denied, but still continue in circulation. 


—Mr. Edward Denmead, for 13 years past. Paymaster of 
the Cclumbus, Chicago & Indiana Central Division of the 
Pittsburgh, Cincinnati & St. Louis road, has resigned his 
position. 

—Mr. F. D. Heywood, General Ticket Agent of the Con- 
necticut River road, has resigned his position and will be 
Treasurer of the new Whitmore Paper Company at Hol- 
yoke, Mass. 


—The New York Republicans have nominated Col. Silas 
Seymour, of Saratoga, as their candidate for State 
Engineer. He held the office in 1855 and 1856, and is an 
engineer of great reputation. 


—The New York Democratic Convention has nominated 
Thomas Eversbed, of Orleans County, for State Engineer. 
Mr. Evershed is now Engineer in charge of a division of the 
Erie Canal, aad has been onthe canal a long time. 


—Mr. P. A. Peterson has resigned his position as Chief 
Engineer of the Western Division of the Quebec, Montreal, 
Ottawa & Occidental road, to take charge of the building of 
the propused new bridge over the St. Lawrence at Montreal. 


—Mr. Henry Watkeys has resigned his position as Master 
Mechanic of the Western Division of the New York Central 
& Hudson River road. Mr. Watkeys has been on the 
Central road for 30 years, and for 19 years has been Master 
Mechanic. 


—Mr. James T. Furber, Superintendent of the Boston & 
Maine road, contradicts the report, telegraphed from Boston 
last week, that the position of General Superintendent of 
the Lake Shore & Michigan Southern had been offered to 
him and declined. Mr. Furber says that there is no truth 
in the report. ° 


—Mr. J. L. Gossler, for some 22 years in charge of the 
Pennsylvania Railroad’s freight business in the city of New 
York, recently with the title of Assistant General Freight 
Agent, has resigned his position, in which he has served 
faithfully and skillfully and made great numbers of friends 
for his road and himself. 


—Captain R. H. Fleming has resigned his office as Super- 
intendent of the Port Royal & Augusta road, to accept a 
position on the Savanah, Florida & Western. The officers 
and employés of the Port Royal road on Oct. 8 presented 
Capt. Fleming with a handsome gold watcl: and chain, with 
many expressions of regret at his approaching departure. 


—Jobn F. Pridham, for some time past Chief Clerk to the 
Auditor of the Llinois Midiand road, bas been arrested on 
charge of stealing about $2,000 worth of tickets and selling 
them to a scalper in St. Louis. Pridham has been trusted as 
a contidential clerk, and was highly esteemed hy the officers 
of the company. He was recently married to a young lady 
of Terre Haute. 


—Mr. C. Harris has resigned bis position as Superintendent 
of Construction of the Toledo, Delphos & Burlington road. 
Mr. Harris has had wide experience in railroad work; he 
was at one time Superintendent of the Chicago Division of 
the Lake Shore road, and later was General Superintendent 
vf the Wisconsin Central. He was also on the Texas & 
Pacific for a time, and has had experience on other roads. 





TRAFFIC AND EARNINGS. 


Petroleum. 


The production for June and July is reported as follows, in 
barrels of 42 gallons: 











1881. 1880. Increase. P.c. 

Di cecswtnness. caveabs esban 2,372,678 2,172,542 200.136 9.2 
DOT cankaccsindenscavenssctsseers 2,331,727 2,157,228 174,499 3.1 
Two months... .....2+.0¢ 4,704,405 4,329,770 374,635 8.7 


The shipments from the oil regions in May and June 4,- 
140,409 barrels this year against 2,625,740 last, an increase 
of 58 percent. This year 50 per cent. of the shipments were 
to New York, 20 per cent. to Cleveland, 10.7 per cent. to 
Pittsburgh, 6.3 to Philadelphia, 4.1 to Baltamore, and 7.2 
per cent. to local points, 

For the nine months ending Oct. 1 the exports of petro- 
leum have been for five years, in galions: 


1881. 1880. 1879. 1878. 1877. 
362,655,442 261,472,066 295,083,444 245,195,608 276,249,312 
The exports this year are 101,000,000, or 38%¢ per cent. 
more than last year, and more than in any previous year. 


The percentage of exports from each port in the last four 
years has been: 


1881. 1880. 1879. 1878. 
hs i di bedeee ocsavexs 74.9 757 72.8 69 2 
INKS 69 bs bavbsesevess ccs 18.9 18.0 18.7 17. 
SESS ES save access ctbbes ed 3.9 4.7 6.3 11.6 
CR hnkkec chet Gicod taedaesre 2.3 1.2 1.7 1.0 
Oe err 0.4 0.5 0.3 
Since 1878 the total ee have increased nearly 50 per 
cent., but meanwhile the Baltimore exporis have decreased 





50 per cent. 
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Railroad Earnings. 
Earnings for various periods are reported as follows: 
Nine menths ending Sept. 30 : 





1881. 1880. Inc. or Dec. P.c. 
Bur., Cedar Rap. 

Sh rt $1,602,297 $1,465,745 I $136,552 4.3 
Central Pacific... 17,141,272 14,283,192 I 2,858,080 19.8 
Chi. & Alton...... 5,462,525 5,681,529 D 199,004 3.5 
Cin. & Springfield 710,814 683,906 I. 26,908 3.9 
Cleve., Col., Cin, 

@ O06... ..655.0.. RAD 404 3,287,864 I. 322,610 0.9 
East Tenn., Va. & 

_ Svea 1,726,973 1,547,430 TI. 179,543 11.6 
Flint & Pere Marq = 1,354,926 1,133,125 IL. 19.5 
Great Western... 3.886.8.9 3,716 377 LL 4.6 
Han. & St. Jo... 1,627,906 1,832,395 D. 21.3 
Ill.Cent., Hi. lines 4,905,397 4.711.165 I. 4.1 

Towa lines... .. 1,349,531 1,256,557 I. 7.4 
Ind , Bloom. & Ws 1,137,049 1,125,308 I. 1.0 
Ind., Dec. & Sp... 378,381 308,221 I 22.8 
Louisv. & Nash... 8,144,351 6.588.749 LL. 23.6 
Mem. & Charles. .. 843,488 745,096 1 13.1 
=. b- es: ys 414.590 283,953 I 46.3 

o0., Kan. ex. / ar « - 47 
Mo. Pacific, ; 10,037,143 8,045,878 I 24.7 
Nash., Ch. & St. L. 1,568,970 1,513,073 I 7 3.7 
Norfoik & Western 1,576,363 1,437,492 I 138,811 9.7 
Peoria, Dec. & Ev. 501,631 306,455 1 198,176 64.7 
8t.L., A. & T. H.. 

Belleville Line... 542,992 496,466 I 46,526 94 
St. P., Min. & Man = 3,236,458 2,216,857 I. 1,019,601 46.0 
Scioto Valley...... 404,910 233,340 I. 71570 32.0 
Texas & Pacific. . 2,660,055 1,836,701 I. 823,352 44.8 
Wab., St. L. & P... 10,391,881 8,738,335 I 1,653,546 18.9 


Month of August: 
Gal., Har. & San 
Bede oe $119,136 
£178,841 
Net earnings... 41,0) 
Great Western... 
Net earnings... 
N. Y. & N. Eng.. 
Net earnings... 





pede’ 
105,772 





Old Colony....... 430,602 
Net earnings... 211,002 
Richmond & Dan. 294,437 
Net earnings... T9025 


Month of September: 























bushels, for tbe past eight years: 
Northwestern -——Northwestern shipments.—— Atlantic 









Vear. Total. By rail. P.c. by rail. receipts. 
1874..... 7 24:2 4,347,296 422,841 9.7 2,864,200 
1875... .5,077,522 = 4,193,258 =«:1,314.614 31.3 4,179,589 
1876 -6,476,942 4,660, 252 1,650,858 35.4 4,093,200 
UBT. W608 6,686, 166 6,141,867 924,512 15.0 5,828,503 
1878 6,516,744 5,623,837 1,165,641 20.8 6,751,531 
1879..... 8,354,792 4,994.5°0 1,485,981 29.8 8,538.381 
1880..... 9,171,857 6.192.815 2,026,090 $2.7 6,616,781 
T881..... 5,914,832 3,589,227 2,241,992 2.5 5,173,070 





Thus this year the receipts of the Northwestern markets | 
for the week were the smallest for six years, and 3,250,000 
bushels less than last year; the shipments of these markets 
were the smallest for eight years and 2,600,CO) bushels less 
than last year, though the rail shipments were 11 per cent. 
more than last year; and the receipts of the Atlantic ports 
were the smallest for five vears and 1,440,000 bushels less 
than last year. 

Compared with previous weeks of tbis year the North- 
western receipts are a little less than the week before, and 
are the smallest since July. The Northwestern shipments 
are 860,000 bushels less than the week before and the small- 
est since April 9, the lake shipments being the smallest for 
years during yo n.vigation. Noriver shipments are re- 
ported. The Atlantic receipts, however, were 500,000 bush- 
els more than the week before, but with that exception are 
the smallest since the middle of May, and smaller than has 
been reported for any week iu the period from July to the 
close of navigation since 1877 

Of the Northwestern receipts Chicago had 60.4 per cent., 
St. Louis 12.8, Peoria 8.1, Milwauke> 7.5, Toledo 5.1, 
Detroit 3.1, Duluth 1.8 and Cleveland 1.7 per cent. Cbi- 
cago’s proportion is exceptionally large, St. Louis’ unusually 
small and Peoria’s likewise small. Speculation at Chicago 
making prices higher there than elsewhere has attracted 
grain thither. 

Of the Atlantic receipts New York had 56.8 per cent., 
New Orleans 9.9, Boston 9.5, Montreal 8.2, Philadelphia 
8.1, Baltimore 7.2 and Portland 0.3 percent. The Phila- 
delphia receipts were 40 per cent. less than the week before 
ead the cnalest since July ; the Baltimore receipts were 22 

r cent. Jess than the very small receipts of the week be- 
‘ore, and with two exceptions were the smallest of the year 
—872,700 busbels aginst an average of 816,000 bushels per 
week since Jan. 1. New York’s receipts were nearly four 





times as tas those of Philadelpbia and Baltimore to- 
gether. the other hand the receipts of New Orleans are 
the largest since the first week of July, and larger than its 


THE RAILROAD GAZETTE. 





[OcTOBER 14, 1881 








aggregate receipts for the previous four weeks. This is the 
more remarkable because only very small river shipments 
have been reported for a long time. For the seven weeks 
ending Oct. 1 the river dhigheonte were reported to be 
560,533 bushels, while in the single week ending Oct. 1, 
the New Orleans receipts are given at 510,351. 

, Exports from Atlantic ports for five successive weeks have 
2eeD : 





——— Week ending. 








Oct. 5. 





1881: Sept. 28. Sept. 21. Sept.14. Sept. 7: 
Flour, bbis... 6%,439 75,993 53,971 98,108 88,844 
Grain, bu. ..2,488,195 2.942.329 3,190,029 2.560,63% 2,843,132 

880: 

Flour, bbls. 64,346 109.969 97,970 77,582 84.113 
Grain, bu...5,760,784 4,773,358 5,114,389 5,348,537 6,234,512 


Thus the grain exports in the last week were 3,272,589 
bushels, or 58 per cent., less than last year. 

Receipts and shipments at Chicago and Milwaukee for the 
week ending Oct. 7 were: 

















— -Receipts. - ——Shipments. _ 

1881. 1880. 1881. 1880. 
Chicago....... 3,800,094 5,265,489 1,755,148 3,849,692 
Milwaukee.... 489,056 658,268 215,311 520,307 
Both... 4,299,150 5,923,757 1,970,459 4,369,999 


In the aggregate there was a decrease of 27 per cent. in 
receipts and of 55 per cent. in shipments. The latter were 
reduced by speculation, which made grain dearer at Chicago 
than further west; but this should have increased the 
receipts. 

Receipts and shipments at Buffalo for the week ending 
Oct. 7 were : - 








—-—-Receipts.-——— — —Shipments.——— 

1881. 1880. 1881. 1880. 
ee 3, 145.500 33,0 1,892,630 
By Wi cicccss 307,100 1,958,591. 
eee 1 377,400 3,452,600 2.026,000 3,851,221 


The receipts by water were but a fourth as great as last 
year ; the rail receipts twice as great. The canal shipments 
were one-third of last year’s, and even the rail shipments 
29 per cent. less. The canal shipments have been smaller 
in but one week this season. 

Receipts at four eastern ports for the week ending Oct. 7 








Balt, & Ohio...... $1,540,003 $1,593,313 D. $53,310 3.3 | were: 
Bur., Cedar Rap. New York. Boston Phila. Baltimore 
Serre 221,801 179,805 I. 41,996 23.3 “On 490, 9 ( ©9353 076 Zoe : 
Central Pacific... 2,293,000 1,964,996 I, 328,004 16.9 1881. oe 2,757,430 464.900 205,050 502,114 4,019,404 
Chi. & Alton...... 768,897 767,349 I. 1,548 0.2 | Per, cent. 68.6 11.6 73 125 100.0 
Chi. & East. I.... 153,808 131,905 I. 21,903 16.6 | 1g86 "9997902 441.492 711.250 738661 5.778.571 
Cia. & Springfield. 91,598 92,554 D. 956 aie =~ spies ia lai 
Cleve.. Col., Cin. & s Se « a os 4 
ON ie han. 410,965 423,015 D. 12,050 2.8| of total. see ve saad 12.8 100.0 
Col.. Hock, V.& a one | .,Lhe total receipts are 30 per cent. less than last year. 
s To aes Vas 232,000 192.000 I. 40,000 20.8 | Philadelphia loses 5 per cent. and Boston gains 4 in per- 
— esepeatatsiyeese L 4.9 cums at ti tate. = the So age a year 
Mint & Pere so | 1,267,359 bushels, or 46 r cent., were by rail, agains 
Han & St i eee 202,567 33.448 b. 13:3 833,348 bushels, or 2114 pm cent., last year. " 
Il. Cent.. lines 619,669 628.725 D. 1.4| San Francisco wheat exports for the three months of the 
Iowa lines..... : 193,941 178,111 I. 8.9 | California crop year, from July 1 to the end of September, 
_ a é Ww. 19: _— ak : ae and tor the month of September were as follows, in hushels: 
d., Dec. @BS.... on.OF y > a ‘0 1881, 1880. Increase. P. e. 
Louisv. & Nash.. 965,300 931,911 I. 3.6] ge . 299005 : 5S 374.0% 2 
Mem. & Charles.. 90,837. -——:104,734_D. ieee. Soe §«=6 ae, kGeh eee 
Mil ih. &W 65,013 36.835 I 4 Three montis..7.672,385 1,977,049 5,695,345 288.1 
Mo ‘ pe. ls e Tex. 806-257 64124 2 ‘ Most of the wheat goes to England, but this year several 
Mo. Pacific... . 7097431 554.945 © 97/3 | cargoes have been sent to Antwerp, Havre and Bordeaux. 
Nash., Ch. & St. L 171,000 167,473 I. z.1| Shipments of California bariey by sea for the three 
N.Y. & N. Eng. 250,494 230,709 I. 8.5 | months of the crop year from July 1 to Sept. 30 were only 
Norfolk « West'n. +3500 aeeee :- 1.7 | 7,040 centals, against 237.610 centals in the same period in 
-eoria, Dec. & Ev 70,226 2,720 I. 59.3) 1880, Sbipments overland in July and August were 10,- 
Be atigvtite Line 67,589 D 2,089 3.1 | 467 centals. 
St. P., Min, & Man 274,188 I. 211,548 7.2 Southwestern Association Rates. 
Scioto Valley..... 31,754 I. 19,507 61.0 ° 
Texas & Pacific... 266,570 I. 70,547 26.8| The following rates (cents per 100 Ibs.) on west-bound 
Wab., St. L. &P.. 1,177,134 1. 312,892 26.6 | freight to Missouri River points went into effect Oct. 10: 
First Week in October : Miss. River 
Chi., Mil. & St. P.. $368,000 $338,369 I. $29,631 8.8 - Chicago. Peoria. points.t 
Chi., St. P., Minn. 2 85 75 065 
Te Perr 83,962 73,874 L. 10,088 13.6 7 6U 50 
Denver & R G.... 159,127 106,576 1. 62.551 49.1 45 40 35 
Un‘on Pacific... . 820,113 584,953 I. 244,160 41.7 30 30 4 
Week ending Sept. 24: 25 25 20 
Grand Trunk ..... £45,189 £44,749 I. £140 0.9 37% oe as 
Week ending Sept. 30 : 20 17% is 
Great Western.... $123,799 $120,085 I. $3,714 3.1 34 2134 ee lange 
For a number of these earnings we are indebted to the | [i, : 21% on 167 11 
. a By A Seka ee e and cooperage...... 30 5 gan 15 
courtesy of the Commercial and Financial Chronicle. Per barrel : 
Grain Movement. eae 2 8 BS 
For the week ending Oct. 1 receipts and shipments of | Per 2,240 lbs: 
‘grain of all kinds at the eight reporting Northwestern mar- | Railroad pig iron......... ; 400 350 300 
kets and receipts at the seven Atlantic ports have been, in * Also Detroit. + Burlington. uincy, Keokuk, Hannibal, 


Louisiaaa, Alton, East St. Louis an 
north of Keokuk 17 cents. 


St. Louis. + But from pomts 


Coal Movement. 
Authracite tonnages for the nine months ending Oct. 1 
are reported as follows, the tonnage in each case being only 





that originating on the line to which it is credited: 

1881. 1880. Inc. or Dec. P.c 
Phila. & Reading...... 5,049,642 4,290,048 I. 759,594 17.7 
Northern Cen., Sham- 

okin Div., and Sum- 

| 5. ae ee Se 774,996 633,345 I. 141.651 22.4 
Sunbury, Hazleton & 

Wilkesbarre......... 9.386 8,031 I. 1,355 16.9 
Pennsylvania Canal... 326,646 343,314 D. 16:668 4.3 
Central of N. J., Le- . 

4 Se 3,296,880 575,881 21.2 
Lehigh Valley.. ...... 4,077,041 894,188 29.1 
Pennsylvania & N. Y.. 71,627 44.043 159.6 
Del., Lacka. & West- 

eee ceseeeee 0y118,865 2,527,424 I. 591,441 23.4 
Del. & Hudson Canal 

SE eee 2.639,764 2,180,422 I. 21.1 
Pennsylvania Coal Co. 1.010,975 809,123 1. 24. 
State Line & Sullivan. 46,582 33,393 I. t 








Total anthracite .20,422.354 





16.756,536 I, 3.665.818 


The tonnage of anthracite for the corresponding period 
for six years has been: 





Pe PO EAL BORIISTS. «0c essccvscvccce 12,147,543 
Br acs oakuassekecas 16,756,536 1877.. . 663 
| PRT Tee kG ee eee 2 





The production so far this year is the largest on record. 
The anthracite trade is generally in good condition. There is 
no talk of stoppages now,the companies being fu'ly occupied 
in filling their orders af tidewater. Prices ere reported as 
good, approaching more nearly to the companies’ lists than 
for some months past. The only troubles at. present are 
want of cars and scarcity of water at some of th2 col- 
lieries. 

Actual tonnage passing over the Pennsylvania & New 
York road for the ten months of fiscal year from Dec. 1 to 
Oct. 1 was as follows: 





1881. 1880. Ine. or Desc. P.c. 

Anthracite .............. 866,270 536,614 1. 329,656 61.4 
Bituminous............... 347.112 361244 D, “i4132 3.9 
Ore 1,213,382 | 897,858 I. 315,524 35.1 


Of the anthracite this year 546,843 ions came from the 
Lehigh Valley road. 
The anthracite coal tonnage of the Belvidere Division, 





Pennsylvania Railroad, for the nine months was as fol- 


lows: 

1881. 1880. Increase P.c. 
Coal Port for shipment. ....... 51.768 35,961 15,807 43.9 
South Amboy for shipment..... 496,384 349,470 146,914 42.0 
Local distribution on‘N. J. lines, 516,727 367,932 148,795 40.4 
Co.’s use on N. J. lines.......... 82.633 79,442 3,191 4.0 





» cee cesevsD147,512 832,805 314.707 37.8 
Of the total this year 200,314 tons were from the Wyo 
ming and 947,198 tons from the Lehigh Region. — 
Semi-bituminous tonnages reported for the nine months 
were as follows: 





1881. ...,.1880. Inc. or Dee. P.c. 

Cumb rland ........ ...1,543,544 1,605,234 D. 61,690 3.8 
Huntingdon & Broad Top. 157,164 135,114 I. 22,050 16.3 
East Broad Top.......... 61.347 48,693 I 12,654 25.8 
Tyrone & Clearfield......1,777,016 1,235,401 I. 543,615 44.1 
Bellefonte & Snow Shoe.. 88,037 40,757 1 47,280 115.9 
Total semi-bituminous.3,627,108 3,063,199 I. 563,909 18.4 


The actual tonnage passirg over the Huntingdon & Broad 
Top road for the nine montks was: 


1881. 1880. Increase. P. c. 

Broad Top Coals :.0.. asseveses 157,164 135,114 22.050 16.3 
Cumberland coal............. 237.426 194,617 42,809 22.0 
| ee 329,731 64,859 22.0 


Shipments of coal away from the Cumberland Region for 
the nine months were: 






1881. 1880. Ine. or Dec. P. c. 

By Balt. & Ohio R. R....... 1,000,019 922,293 I. 77,726 84 
By Bedford Div., Pa. R. R.. 209,049 170,890 I. 38,159 22.3 
By Ches, & Ohio Canal.... 333.273 467/897 D. 134,624 28.8 
pr ee es ee 1.542.341 1,561,030 D. 18.739 12 


Of the total tonnage from the mines the new George’s 
Creek & Cumberland road carried this year 113,424 tons, 
or 7.1 per cent., though in operation but part of the season 
and under many disadvantages. 

Bituminous tonnages reported for the nine months are: 




















1881. 1880. Ine. or Dec. P.c. 

Barclay R. R. & CoalCo... 309,820 361.244 D.51,424 14.2 
Allegheny Region, Pa. R.R. 205,483 237.751 D.32,268 13.6 
Penn & Westmoreland ...... 668,696 716,339 D.47,643 6.6 
Wi ty, SS eae 226,818 209,204 1.17,614 8.4 
Southwest Penna. R. R.. ... 20,594 34,740 D.14,146 40.4 
Pittsburgh Region, Pa.R. R. 493,960 409,416 I. 84,544 20.7 
Total bituminous...... 1,925,371 1,968,494 D.43,123 2.2 


Bituminous tonnages have been variable. In the Eastern 
biturrinous and in thie gas coals there has been a considera- 
ble falling off, but the Pittsburgh region shows a large gain. 

The Pittsburgh river coal trade has been much embar- 
rassed by the long drought. The Ohio has been almost dry 
for months and the recent rains only produced a very shoit 
rise in the river, not ‘encugh to carry off a quarter of the 
coal ready for shipment. he towns down the river have 
bad to get their supplies by rail where it was possible. 

Coke tonnages reported for the nine months areas follows: 





1881. 1880. Ine. orDec. P.c. 

Snow Shoe and Clearfield. | eee ,002 ... 
Allegheny Region, Pa.R.R. 73,340 45,694 I. 27,546 59.9 
Penna & Westmoreland... 149,474 98,882 I. 50,592 61.1 
West Penna. R. R......... 89.879 61,700 I. 28,179 45.5 
Southwest Penna. R. R...1,043,917 809,590 I. 234,327 28.9 

Pittsburgh Region, Pa. 

2. eer er 437,566 378,064 I. 59,302 15.7 
Total coke..:..-..:... 1,801,878 1,393,930 I. 407,948 29.3 


The coal tonnage of the Pennsylvania Railroad for the 
nine months was: 











1880. Increase. P.c. 

IID 655 sacs ssceanc'on 855,008 175,812 20.6 
Semi-bituminous.......... ..2, 1! 1,491,346 536,163 33.7 
ee ae 1,615,551 1,607,774 7.777 «0.5 
Mo aratbicnvaw dcnioene od 1,801,898 1,394,483 407.415 29.3 
Se ee 6,575,778 5,448,611 1,127,167 20.7 


Tota] tonuage in September, 596,587 tons. This state- 
ment covers the main line and branches, but not the Phila 
delphia & Erie. 

Coal tonnage of the New York state canals to Sept. 3 
was: 








1881. 1880. Inc. or Dec. P.c 

Anthracite......... 685.587 566,390 I. 119,197 21.1 
Bituminous...... .. 77 160,293 dD. 8,016 5.0 
eS ee 837.864 726683 I. 111181 153 


The canals opened May 17 this yearand April 20 last year, 
giving 27 days more navigation last year. 
Chicago and Milwaukee Receipts. 


For the week ending Oct. 7 receipts have been for four 
successive years: 
Chicago: 


Grain, bu...........3,459,178 4,199,013 5,203,483 3,813,789 

i ee 55,¢ 73,331 72,007 110,969 

MORE, TIO ovccnensete 83,340 124,462 116 422 139,910 
Milwaukee: 

PREM, WE... cccccocs 911,239 1,073,688 736,220 488,221 

eae 49,99 56.793 58,914 67,587 

DEUS BOW <aiicsv eens 8,395 9.946 9,863 14,475 


Taking flour and grain together at both places the receipts 
were 212¢ per cent. less than last year and 13 per cent. less 
than in 1879, but 514 per cent. more than in 1878. 


Chicago Passenger Business. 


The Chicago Tribune of Oct. 7 says: “The magnitude of 
the railroad business of Chicago, or at least the passenger 
braneh thereof, may be conjectured from the following 
figures, which show the number of passenger cars leaving 
and arriving at the West-Side Union Depot during the 
month of September : 





In. Out. 

a ee 1,896 
C!S EP Siaetiie) tie dha shh ne ikdnbseensaeie 872 878 
Chicago, Burlington & Quincy. 839 1,814 
Milwaukee & St. Paul........ . 1,918 2,109 
sah: Spe Te, 45S TEP 575 576 

MUU Sobdi eas cascbeescte gressdauGeNheslicetad 6,310 7,273 
ORR OIE I 556552 dk eae eRe pect sbuds -... 13,583 


“There were 70,000 pieces of baggage handled, and the 
total number of passengers carried was about 1,000,000.” 


Rules for Rebate Tickets. 


The Lake Shore & Michigan Southern Railway has issued 
some new rules applying to rebate fares. Hereafter only 
one ticket will be sold to any one person, the purchaser 
being required to sign his or her name in person. This rule 
is to be strictly enforced, because heretofore a person was 
snabled to buy tickets for a party,which gave an opportunity 
to all those who desired to stop over at any local point on 
the line, and only the purchaser had to go through to New 
York and procure the rebates for the whole party. To this 
rule the circular specifies but two exceptions—children 
under 12 years of age and persons unable to write their own 
names. In the first instance the words must be indorsed on 
the back of the ticket, ‘“‘ To be used by a child under 12 years 
of age,” and, in the second instance, a description of the 

urchaser should be indorsed on the back. No half-rate re- 

te tickets will be issued, and all baggage must be checked 
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to the destination for which the ticket is purchased.—Chicago 
Tribune. 
New York Canal Traffic. 


For the week ending Sept. 30, the Canal Auditor reports 
as follows: 


1881. 1880. Decrease. P.c. 

Tons shipped .....+...sséess- 192,887 233,670 40,783 17.4 

Miles cleared by boats..... .244,525 404,391 59,866 39.5 

TO vicvoccotsscssecsie cbtaded $23,262 $40,005 $16,748 41.4 
The principal shipments were as follows, in tons: 

1880. Inc. or Dec. P. c. 

56,0 a; a 

72,671 D. 36,412 50.1 

24,179 D. 2,310 9.6 

3,686 I. 8.560 22.1 

1,812 D. 1,679 92.7 





The canals opened May 17 in 1881, and April 20 in 1886 


The Passenger War. 


The latest incident in the long-continued passenger war is 
an order from the Michigan Central to withdraw from sale 
at its offices all tickets east over the Grand Trunk, the effect 
of which is to discourage travel over the Grand Trunk by 
way of Detroit. The Grand Trunk will retaliate by offering 
tickets at still lower rates at all points reached by the Mich- 
igan Central. 

Provisions. 


Hog packing in the Northwest for the seven months of the 
summer season from March 1 to Sept. 28 amounted to 
3.866,202 head this year, against 4,407,U32 last, a decrease 
of 540,830, or 1214 per cent. 59 per cent. of the whole 
number was packed at Chicago this year, against 5644 per 
cent. last. Kansas City stands next to Chicago this year, 
with about 10 per cent. of the whole, followed by St. Louis 
with 7.4 per cent. Four Iowa towns packed 734 per cent. 
of the whole. 

Chicago shipments of hog products and the total Atlantic 
exports for the eleven months ending with September have 
been, in tons: 


1880-81. 1879-80. Decrease. P.c. 
Chicago shipments...........515,708 593,908 78,200 13.1 
Atlantic exports....... ......497,603 572,690 75,087 i3.1 


As usual the shipments from Chicago are nearly the ‘same 
in amount as the exports. They were equivalent to 1,803 
tons, or about 130 modern car-loads, every working day of 
the year. 








OLD AND NEW ROADS. 


Atchison, Topeka & Santa Fe.—The Boston Tran 
script of Oct. 7 says: “‘The Directors of the Atchison, To- 
peka & Santa Fe Railroad Company to-day voted to pass 
the usual November cash dividend and to issue in place 
thereof a dividend of 50 per cent. in scrip, convertible into 
stock when the necessary increase of be ig stock shall 
have been legally made. This scrip will issue to stock- 
holders of record Oct. 24, and the books will remain 
closed from Oct. 24 to Nov. 1. They also voted to 
offer to their stockholders of record of Oct. 24 a 
subscription to the new stock at par to the extent of 15 per 
cent. of their present holdings. Paym: nt for the new stock 
may not be called for some months. These actions are sub- 
ject to ratification by the stockholders at a meeting called 
for Nov. 12. The subscribers to the last stock subscription, 
when payment is made on or before Dec. 1, will have all the 
rights of present stockholders. The capital stock of the 
Atchison, Topeka & Santa Fe Railroad Company is now 
about $31,500,000. The 15 per cent. increase will add 
$4,725,000. The 50 per cent. dividend will raise the whole 
capital to $54,337,500. But 6 per cent. dividends need be 
expected on the new capital.” 


Bluffton & Union.—This company has been organized 
to builda railroad from Bluffton, Ind., southeast to Union 
City, about 45 miles. 


Boston & Albany.—Tkhe Springfield Republican of Oct. 
9 has the following concerning the proposed new line to New 
York, for which surveys are now in progress: ‘‘ President 
Bliss, of the Boston & Albany Railroad, says that it will 
probably take Engineer Russell about three weeks to run the 
Jines of the new survey between Springfield and New Haven, 
his party being still in the neighborhood of Suffield. The 
line will probably keep some three miles to the right of 
Hartford; the object is to find the most direct 
line, after which the question will be taken up 
whether that route is also the most feasible. The ground 
where Mr. Russell is operating has not been thor- 
oughly surveyed, and the work of locating the route will 
have to be carefully done. Mr. Bliss is reticent cencerning 
the next move after the surveys, but said that under the 
present law the Boston & Albany Company cannot go and 
build a road outside of Massachusetts. Any operations in 
Connecticut must be carried on by a new corporation and 
under a new charter. Of course, after other parties have 
built the road outside the state, the old corporation can step 
in and lease it. The surveyors who are running a new line 
between New Haven and New York are employed by Mr. 
Vanderbilt, and the Boston & Albany and New York Cen- 
tral roads are working in harmony, so far as the surveying 
a new line from here to New York is concerned.” 


Boston, Lowell & Concord.—In Concord, N. H., Oct. 
11, a hearing was had before the Supreme Court, on an ap- 
plication for a temporary injunction to restrain the Concord 
and the Boston & Lowell companies from proceeding fur- 
ther under the business contract lately concluded between 
them. After hearing argiments, the Court decided to send 
the case to a referee to ascertain and report the facts, and 
also that the case should be transferred from the equity to 
the law side of the Court. The hearing on the motion for a 
temporary injunction was postponed to Oct. 28. 


Camden & Atlantic.—This company has decided to re- 
move its shops from Camden, N. J., to Atco. At that place 
a tract of 10 acres has been given to the company, on which 
the shops will be built. 


Cape Girardeau.—This road is now in operation from 
Cape Girardeau, Mo., on the Mississippi River, west by 
south 15 miles to Delta, on the Belmont line of the St. 
Louis, Iron Mountain & Southern. Nine miles of this track 
was laid as long ago as 1874, but has never been used be- 
fore. The compauy was originally the ‘. Girardeau & 
State Line, then the Illinois, Missouri & Texas, and has 
finally been reorganized as the Cape Girardeau Railroad 
Company. 


Cairo & Vincennes.—This company’s formal announce- 
ment of the transfer of its road to the Wabash is as follows: 
‘The consolidation of the stock, property and franchises 
of this company with the stock, property and franchises 
of the Wabash, St. Louis & Pacific Railway yd 
having been consummated, possession of this road has been 
delivered to the latter company, to date from Oct. 1, 1881. 
41] reports and remittances for business prior to that date 
be made as heretofore.” 


Central, of New Jersey.—This <= has begun to 
. ild car shops near the junction of the Elizabeth & Newark 
8ranch with the Newark & New York Branch, on the out- 


s 
ft. in size. 

Track has been laid on the Merchants’ & Manufacturers’ 
Railroad, a spur about two miles long, which runs from the 
Newark & New York Brancb just outside of Newark across 
to the Passaic River and for a short distance along the 
river. It has been built to reach several large factories 
situated on the river.and the Morris Canal, and will be used 
for freight only. 


Chicago, Burlington & Quincy.—The Bethany 
Branch is new completed to Albany, Mo., 18 miles west- 
ward from the late terminus at Bethany, 4614 miles from 
the junction with the Mt. Ayr Branch and 961¢ miles from 
the main line at Chariton, Ia. At Albany connection is 
made with the St. Joseph & Des Moines road owned by this 
company, running thence 50 miles to St. Joseph. This com- 
pletes a line from Burlington to St. Joseph 277 miles long. 
The St, Joseph & Des Moines is now of 3 ft. gauge, but will 
probably be changed to standard gauge. 


Chicago & Eastern Ilinois.—The Grape Creek 
Branch of this road has been extended from Grape Greek, 
IlL, south by west five miles to Westville, making the 
branch 12 miles long from Danville. The extension will 
shortly be opened for business. Work is in progress on a 
further extension of 16 miles from Westville to Sidell’s 
Grove. At that place connection will be made with the 
Danville, Olney & Ohio River road, and arrangements have 
been made for the use of the branch track to Danville and 
the exchange of business on equitable terms. 


Chicago, Milwaukee & St. Paul.—This company 
began Oct. 4 to run through trains between its lowa & 
Dakota Division and Chicago by way of the Chicago & 
Pacific Division, crossing the Mississippi on the bridge at 
Savanna. 

A dispatch from Milwaukee, Oct. 12, says: “In the 
United States Court yesterday Judge Dyer decided the case 
known as Barnes rs. the Chicago, Milwaukee & St. Paul 
Railroad Company, concerning the redemption of $2,000,- 
000 worth of old Milwaukee & La Crosse bonds, practically 
in favor of the defendants.” 


Chicago & West Michigan.—The consolidation of the 
Grand Rapids, Newaygo & LakeShore and the Grand Haven 
companies (whose stock this company purchased a few 
months ago) with this company has been completed. The 
consolidation also includes the Indiana & Michigan Company, 
which is building the extension of the road from New Buf- 
falo, Micb., southward intoIndiana. The consolidated com- 
pany is known asthe Chieago & West Michigan Railway 
Company. 


Cincinnati, Eutaw & Selma.—This company has 
been organized as successor to the Selma & Greensboro, 
whose road is now in operation from Selma, Ala., to Greens- 
boro, 49 miles, with an extension all graded from Greens- 
boro, 17 miles, to Eutaw on the Alabama Great Southern 
The company is controlled by the Alabama Great Southern. 


Cincinnati Southern.—The lessees of this road have 
completed their organization as a company under the name 
of the Cincinnati, New Orleans & Texas Pacific Railway 
Company. The capital stock is $3,000,000, of which Mr. 
Frederick Wolff, as representative of the Alabama Great 
Southern, holds $1,510,000, the remaining $1,490,000 being 
taken in Cincinnati, much of it in small sums, varying from 
$1,000 to $70,000. 

A dispatch from Cincinnati, Oct. 11, says: ‘‘ The final for- 
malities connected with the transfer of the Cincinnati South- 
ern Railroad to the Cincinnati, New Orleans & Texas Pacific 
Railway Company, in accordance with theterms of the lease 
to Fred. Wolff, were completed to-day. The new company 
paid to the Trustees of the road $151,790 for the property 
and supplies on hand, and to the company which has been 
operating the road .$1,878,715 for its property in rolling 
stock, ete. The company also deposited with the sinking 
fund $500,006 as security for making betterments of the 
road, and gave a mortgage on all the property to secure the 
observance of the terms of the lease. An indemnity bond 
of $500,000 was given tothe retiring lessees for the faithful 
performance of the contracts assumed. The Sinking Fund 
Trustees have confirmed the action taken, and formal pos- 
session was taken by the new company at midnight.” 


Clarion, Mahoning & Pittsburgh.—This company 
is making surveys for an extension of the Dunkirk, Alle- 
gheny Valley & Pittsburgh road from Warren, Pa., south- 
ward to Brookville in Jefferson County, on the Low Grade 
Division of the Allegheny Valley road. The distance is 
about 60 miles. The line surveyed from Warren is by the 
Conewango Creek, crossing the Allegheny River at Butter- 
nut Island, thence by Stoueham and crossing the Philadel- 

hia & Erie at Dutcbman’s Summit, thence by Tionesta and 

lue Jay creeks, Ward Summit and Maple Creek to Brook- 
ville. The object of the road is to reach the Jefferson 
County coal mines. 


Columbus, Hocking Valley & Toledo.—This com- 
pany has executed and put on record a mortgage to the 
Central Trust Company, of New York, to secure $14,500,- 
000 bonds to be issued. A sufficient amount of these bonds 
will be retained by the trustee to provide for all existing 
bonds of the company. 


Cumberland Valley.—Surveys for the extension from 
Martinsburg, W. Va., south by west to Winchester, Va., 
about 22 miles, have been completed. The company is now 
engaged in securing the right of way. 


Denver, Western & Pacific.—A dispatch from Den- 
ver, Col., Oct. 9, says: “Givin & Abbott, contractors for 
the Denver, Westera & Pacific Railroad, filed a lien for $58,- 
478, and yesterday morning in the District Court, at Boul- 
der, obtained a temporary injunction against the company. 
The appointment of a receiver for the road is asked.” 


Detroit, Mackinac & Marquette.—The Detroit Post 
and Tribune says: ‘Progress on the new Detroit, Mackinac 
& Marquette Railroad is being steadily made. About 40 
miles out from St. Ignace isthe Taquamenon swamp. In 
consequence of almost continuous rains for 16 days, this 
swamp is at present almost im ible, and the result 
will be a delay of three weeks. The road will, however, be 
completed probably by Nov. 1. It has been built under 
surprising difficulties. During all last summer great num- 
bers of the men at work on the line kept leaving to work in 
the mines or on the line of the Northern Pacific. ‘Contracts 
have been let to McDermitt & Henry for the construction 
of ore docks at St. Ignace which will cost $150,000, to be 
ready for next spring’s business. It is proposed to meet the 
directors of the Marquette, Houghton & Ontonagon soon 
and arrange a contract for carrying ore by way of St. Ig- 
nace, which the Detroit, Mackinac & Marquette company 
are confident they can doas cheaply, or more so, than the 


Duluth & Dakota.—This company has been organized 
to build a railroad from Sauk Centre, Minn., on the St. Paul, 
Minneapolis & Manitoba road, southwest to the Dakota line 





in Lac 5 Parle County, with a branch to Montevideo. The 
office is , Minn. 


kirts of Newark, N. J. The main shop will be 360 by 70}. 
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East Tennessee, Virginia & Georgia.—This com- 
pany, it is stated, has concluded an ment of some im- 
portance with the Louisville & Nashville. Under this agree- 
ment the two companies are to exchange business to and 
from Montgomery at Calera. Ala., the crossing of this com- 
pany’s Selma Division and the South & North Alabama, and 
the Louisville & Nashville agrees to prorate on all Mont- 
gomery business, both freight and passenger. In return the 
East Tennessee Company agrees not to buila any line to 
Montgomery or in the Montgomery district during the con- 
tinuance of the contract, which is for ten years. e Louis- 
ville & Nashville will also prorate on business to and from 
Mobile and New Orleans by way of Calera and Mont- 
gomery. 


Fitchburg.—The Boston Traveller, of Oct. 11, says: 
“The stories that negotiations are pending for the lease of 
the Fitchburg Railroad by the Boston, Hoosac Tunnel & 
Western Company are still current, and have gone so far 
that some of the Western papers state that the lease is 
about consummated, and give in detail many of its terms, 
with the remarkable information that Gould is the prime 
mover in the change. The actual facts in the matter, as 
openly stated by President Stearns, of the Fitchburg road, 
are that.it was merely talked over with some of the Boston, 
Hoosac Tunnel & Western Railroad officials, in an informal 
manner, some time since; that nothing whatever has been 
done lately ; that the directors have no official knowledge of 
the matter, and that it is extremely doubtful if anything 
further results from it ” 


Galveston, Houston & Henderson.—Arrangements 
have been made by which the Houston & Texas Central 
Company last week began to run its trains through to Gal- 
veston, using this company’s track from Houston, Tex., to 
Galveston, 50 miles. The International & Great Northern 
trains were to begin to use the road this week. 


Genesee Valley.—The Genesee Valley Canal Railroad 
Company will receive bids for the construction of its road 
at the office of Ensign Bennett, General Manager, No. 13 
Baker Block, Rochester, N. Y., until noon of Oct. 15. 
The work will be Jet in four sections, as follows : 

-1. Grading. masonry, bridging and tracklaying from 
Hinsdale, N. Y., to Portageville, 40 miles; also tracklaying 
on the next section, if the company shall so require. 

2. From Portageville to a connection with the Rochester, 
New York & Pennsylvania road near Nunda, 8 miles, to in- 
clude grading, masonry and bridging. except the super- 
structure of the Genesee River bridge at Portageville. 

3. Grading, masonry and bridging (except the superstruc- 
ture of the Genesee River bridge) from Mt. Morristo a point 
a vile north of the Genesee crossing, about 3 miles. 

4. Grading, masonry, bridging and track laying from the 
end of the third section to Rochester, 37 miles. 

Plans, specifications, etc., can be seen at the office of Chief 
Engineer R. Bell in Mt. Morris, N. Y , where further infor- 
mation can be obtained. 


Harper's Ferry Gap.—This company has filed articles 
of incorporatio: for a railroad from Charlestown, 
W. Va., east by north to Frederick, Md., about 30 miles, 
crossing the Shenandoah not more than four miles above 
Harper's Ferry, and the Potomac east of that place. The 
capital steck is to be $2,000,000; the incorperators are 
E. W. Bedinger, Jr., Thomas C. Greene, Thomas C. Greene, 
Jr., and Daniel B. Lucas. 


Henderson Bridge Co.—Proposals will be received by 
this company at the office of F. de Funiak, Chief Engineer, 
in Louisville, Ky., until Nov. 5, for the foundations and 
masonry of the*bridge over the Ohio River at Henderson,Ky. 
Plans and specifications can be seen at the office of F. W. 
Vaughan, Consulting Engineer, Eleventh and Oldham 
streets, Louisville. 


Indiana, Illinois & lowa.—A contract for grading this 
road for 20 miles eastward from Momence, IIl., has been let 
to Castle & Halstead. Tracklaying is in progress west of 
Kankakee. 


Kankakee & Seneca.—Tracklaying was recently begun 
on this road, but has been somewhat delayed by wet 
weather. The rails are now down from the starting point at: 
Kankakee, Ill., westward 10 miles. 


Kentucky Union.—This company has been incorpor- 
ated to build a railroad from Winchester, Ky., on the Eliza- 
beth, Lexington & Big Sandy road, southeast about 150 
miles to Bristol, Tenn., to connect with the Norfolk & West- 
ern and the East Tennessee, Virginia & Georgia roads. 


La Crosse & Southwestern.—This company has been 
organized to build a railroad from La Crosse, Wis., south- 
west across Minnesota to the Iowa line, to connect with pro- 
jected roads in that state. ‘he company will ask for a sub- 
scription from the city of La Crosse. 


Lake Ontario Southern.—It is reported that this road 
has been sold to Sylvanus J. Macy, who represents several 
capitalists in New York and Rochester. The road is in 
operation from Sodus Point, N. Y., to Stanley, 34 miles; 
an extension from Stanley to Hornelisville, and thence into 
Northern Pennsylvania is projected and partly graded. 


Louisville & Nashville.—In addition to the action 
taken at the annual meeting last week, as reported by tele- 
graph, the stockholders voted to authorize an issue of 
$900,000 new 6 per cent. bonds to be secured by a second 
mortgage on the New Orleans division. These bonds are to 
be used to retire $3,000,000 debenture bonds issued on that 
road in May, 1880. There has been a dispute as to the 
legality of these debentures and the holders have finally con- 
sented to surrender them in exchange for the $900,000 
second-mortgage bonds just authorized. 


Manhattan Elevated.—The New York American Ex- 
change says: “The extraordinary buoyancy of Manhattan 
Elevated stock for the past week, and its advance on Satur- 
day to 28, a rise of 10 per cent. in a week, was explained 
late on Saturday afternoon by the assertion that Jay Gould 
had been buying the stock heavily for the purpose of secur- 
ing control of the company. A prominent officer of the 
New York Elevated Company said that just prior to the 
closing of the Manhattan books (the annual election taking 
place on Nov. 9), notice was served on the Manhattan Com- 
pany for several transfers of stock, which place the control 
of the road in the handsof Mr. Gould. These transfers, 
when recorded, are saidtohave placed 20,000 shares of 
stock in the name of Mr. Gould, 28,000 in the name. of 
of Washington E. Conner, and a correspondingly large 
number in the name of Russell Sage, all of whom are directors 
of the Metropolitan Company. 

“ It was suggested in well-informed circles that the object 
of the Gould-Sage party in seeking the control of the n- 
hattan stock was to test the question whether or not the two 
original elevated railroad companies were responsible for 
the full value of the $13,000, Manhattan stock which 
was issued to them without other consideration than the 

eement to lease their roads. It was supposed that the 
vice of competent counsel had been sought, and that the 
new hasers were coufident of success, either in compell- 
ing the payment of the $13,000,000 on the stock, or forcing 
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the New York party to some new agreement for preserving 


the existence of Manhattan on a basis which would enable 
it to avoid future defaults. * * * * 

“The ivers of the Manhattan Company professed to 
be as much surprised as anybody eise regarding the move- 
ment of Mr. Gould, and Judge Dillon, admitting that no 
positive subscriptions had been received for the $1,000,000 
of certificates which they were authorized to issue, thought 
it not improbable that the entire lot would be taken by the 
Gould party.” 


Michigan Central.—Track is. reported all laid on the 
extension of the Mackinaw Division to Cheboygan, but 
some finishing work remains to be done and it is uncertain 
when the road will be opened. Cheboygan is about 45 
miles northward from the old terminus at Gaylord, and 164 
miles from Bay City, the southern end of the division. 


From Cheboygan connection will be made with the Detroit, 
Mackinac & Marquette by steam ferry across the Straits of 
Mackinaw. 


Neoga & Sontheastern.—This company has been 
organized to build a narrow-gauge road from Neoga, Ill., 
southeast to a connection with the Springfield, Effingham 
& Southeastern road, a distance of about 20 miles. The 
capital stock is fixed at $200,000. The corporators are 
Tracy Kingman, 8. F. Wilson, W. W. Whitney, W. B. 
Phillips, D. W. Ragsdale, P. Welshimers, C. D. Greene, M. 
Valaw, G. W. Albin, H. C. Minshall, F. D. Veris, Henry A. 
Aldrich and W. H. Singer, all of Neoga. 


Newcastle & Rushville.—Track is reported laid on 
this road from Newcastle, Ind., southward 24 miles to Rush- 
ville, where it connects with the line just completed to North 
Vernon. The new road is a branch of the Ft. Wayne, Mun- 
cie & Cincinnati, with which it connects at Newcastle. 
With that road the Vernon, Greensburg & Rushville and the 
Louisville Branch of the Ohio & Mississippi, the new road 
completes a line from Ft. Wayne to Louisville substantially 
on the line prcjected and partly graded by the old Indiana- 
Southern Company many years ago. 


New York Central & Hudson River.—Orders have 
recently been issued for the passenger engineers and firemen 
torun through between Buffalo and Syracuse, instead of 
changing at Rochester, as heretofore. ‘This will oblige a 
number of them to move their place of residence from 
Rochester, which is now the middle of their run instead of 
the end. It is said that the freight crews also will soon be 
required to run through between Buffalo and Syracuse also. 

Ccnnections were to be made this week at Batavia with 
the new third and fourth tracks from that place to Buffalo, 
which are now completed. The new tracks between Batavia 
and Rocbester will be ready for use next month. 


New York, Chicago & St. Louis.—On Oct. 6 this com- 
pony had track laid on its main line from Painesville, O., 
to Willoughby, 10 miles; from Fostoria westward to New 
Haven, Ind., 84 miles; from Fostoria east, 1 mile, and from 
Wanatah, Ind., to a point just east of Knox, 22 miles, mak- 
ing 117 miles of main track, an increase of 74 miles since 
the last noted. The actual distance by the surveyed line 
from Buffalo to Chicago is 521.86 miles. ‘There has been 
some delay owing to failure cf material to arrive, 
— work is now progressing rapidly at all points of the 
ine. 


New York & Harlem.—A fire broke out in the stables 
of the city line on Fourth avenue, in New York, on the 
evening of Oct. 10, and destroyed the whole building, with 
several cars, a quantity of material, and the winter stock of 
feed; several horses were also burned to death. There was 
a high wiud at the time. and the firemen were troubled at 
first by a scarcity of water. The loss is estimated at 
$250,000, largely covered by insurance. This city line is 
not included in the lease to the New York Central & Hudson 
River Company. The stables are to be rebuilt at once. 


New York & New England.—Reports have been 
current that the Boston holders of stock have generally sold 
out at something above current stock exchange quotations 
to a New York syndicate, which has secured nearly or quite 
a majority of the stock. It is also reported that negotia- 
tions are nearly completed for a lease of the road to the 
New York, Lake Erie & Western Company. This last re- 
port has been contradicted and is at best doubtful; but it 
appears certain that there have been large sales of stock 
and that a heavy interest is now owned in New York, very 
probably in the Erie interest. 

In the long pending suits concerning the ownership of the 
road in Rhode Island, brought by certain stockholders of the 
old Hartford, Providence & Fishkill Company, a compro- 
mise has been arranged. This company pays $5,000 and 
the plaintiffs withdraw all the suits. The Supreme Court of 
Rhode Island had once decided in favor of the company, but 
a petition for a rehearing was pending. The city of Provi- 
dence will now surrender the $481,000 bonds of the old com- 
pany, which it holds the money for, which was deposited in 
Court some time ago. 


_ Norfolk & Western.—This company makes the follow- 
ing statement of gross earnings for September and the twelve 
months ending Sept. 30 : 


1881. 1889. Increase. P. c. 
September.... $212,863.44 $209,446.21 $3,417.23 1.7 
Twelve months 2,203,006.08 2,021,098.48 181,907 60 9.0 


The approximate gross earnings for August were re- 
ported a month ago at $190,681.90. The actual audited 
earnings for that month were $196,122.82, or $5,440.92 
more than the approximate statement. 

The statement says : ‘‘ The local passenger rates and local 
freight rates (reduced June 1 and Aug. 1, 1881, re- 
spectively, 1n order to further the local interests of the road) 
being about 25 per cent. lower than in September, 1880, the 
above increase in gross earnings is equivalent to an increase 
of 36 per cent. in the volume of business over that of Sep- 
tember, 1880.” 


Northern Pacific.—lIt is stated that a contract has been 
concluded between this company and Pullman’s Palace 
Car Company whereby the latter is to equip all the lines of 
the Northern Pacific Railroad with Pullman cars, and to 
operate them on joint account with the railroad company 
for 15 years. 


Ohio & Mississippi.—The statement of the Receiver for 
September is as follows: 


UME GG oop cSccdescs Losec casccectcecece $86,603.36 
Receipts from ali sources..............0666..000 cece ee 486,450.18 

BEE See ee enn ener eT $573,053.54 
Vouchers, pay-rolls and arrearages.................0+ 385,398.18 





RS eee Se) er $187,655.36 | tions and gave notice of appeal to the United StatesSupreme | try with 


The receipts exceeded the disbursements by $101,052 for | 
the month, 

_A dispatch from Cincinnati, Oct. 12, says: ‘‘ The board of | 
directors of the Ohio & Mississippi Railway Company to-day 
approved the plan submitted by the London Committee for 
taking the road out of the hands of the Receiver, and ap- 

a committee of five to carry out the plan. The gen- 


| 


poin 
eral Raines of the plan are the execution of a mortgage tor ; 
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$15,000,000 and the issuance of 5 per cent. bonds, as may be 
required. The amount necessary to take the road out of the 
hands of the Receiver is stated to be $2,000,000, and this 
would be the limit of the first issue of bonds. To-day Mr. 
Storer, of this city, and Wager Swayne, of New York,obtain- 
ed an injunction from Judge Harman restraining the judges 


of the election for directors from receiving the votes of the | prodd 
2862, 


bondholders, and forbidding them to deny the right of suf- | 
frage to persons holding certificates of stock bought since | 
the close of the transfer ks. The fact of the injunction 
became known and the Baltimore interest, through their at- | 
torneys, Colston, Johnson, Beecher and Cowen, filed a mo-) 
tion to dissolve the injunction. The urgency of the case was 
so great that Judge Harman agreed to remain in the city to- 
night and hear the arguments. Court was held in the office 
of the company. At 11 o’clock the argument closed, and | 
Judge Harman reserved his decision until morning.” | 

Another dispatch from Chicago, Oct. 12, says: “George J. | 
Gould, the son of Mr. Jay Gould, accompanied by Thomas | 
A. Hendricks, applied to Judge Gresham at Indianapolis to- | 
day for‘an injunction against the election of officers of the | 
Obio & Mississippi road at Cincinnati to-morrow, on the 
ground that an attempt had been made to deprive bis inter- | 
est of representation.” 


| 


Pensacola & Atlantic.—Work is now in progress on | 
both ends of this line, and the force will be iucreased as fast | 
as laborers can be secured. From the western end the | 
location is completed to Yellow River and from the eastern 
end nearly to Choctawhatcbie. New contracts will be let | 
as the location is completed. This road will have many | 
bridges, and iron draws are to be put in at Escambia Bay | 
and the Blackwater, Choctawhatchie and Apalachicola 
rivers. The bridge at Escambia Bay will be 24 miles long, | 
a pile bridge with an iron draw. 


| 
Philadelphia & Reading.—The transfer books closed | 
Oct. 9 for the election in January next, and both the Bond | 
and the Gowen parties claim to have stock enough regis- | 
tered to secure their success. Mr. Vanderbilt is said to have | 
40,000 shares standing in his name, and it is not impossible | 
that he may hold the balance of power. Of course nothing 
definite is known as tothe result, though the hooks are 
closed. There is a large amount of stock of which nothing 
is known certainly, and which muy be voted for either 
party. 


Philadelphia, Marlton & Medford.—This road. is 
now completed to Medford, N. J., six miles beyond the late | 
terminus at Marlion, and 1114 miles from the junction with | 
the Camden & Atlantic of Haddonfield. It is worked by the 
Camden & Atlantic Company. Regular trains began to 
run to Medford, Oct. 11. 


Pittsburgh & Western.—This company has executed 
and recorded a mortgage to the Mercantile Trust Company, 
of New York, to secure an issue of $6,000,000 bonds. The 
mortgage covers the entire line, now in operation and to be 
constructed, from Pittsburgh to Youngstown and the 
branch to Parker. 


Richmond & Danville.—Ata special meeting in Rich- 
mond, Va., Oct 7, the stockholders voted to authorize an ad- 
ditional subscription of $1,010,000 to the stock of the Rich- 
mond & West Point Terminal Railway & Warehouse Com- 
pany, making $1,510,000 out of a total of $3,000,000 capital 
stock of that corporation taken by the Richmond & Dat- 
vilie Company. The directors were authorized to use a suffi- 
cient amount of the unissued general-mortgage bonds and 
other assets of the company to raise the money required. 

The Richmond & West Point Terminal Railway & Ware- 
house’ Company is a subsidiary corporation which has taken 
quite an important part in the recent extensions of this com- 
pany. It owns the controlling interest in the Western North 
Carolina, which was obtained from Mr. Best, and is build- 
ing the extensions of that road; it also owns the controlling 
interest in the Virginia Midland, lately bought from the 
Baltimore & Ohio. The new subscription made to its stock 
is forthe purpose of completing the payment for the Mid- 
land stock. 

The following statement for the month 


of August has 
been published : 











—Gross earnings. —Net earnings.— 
1881. 1880. 1881. 1880. 

iok, & Dan, DA. ccaiccvccss $119,411 $99,069 $35,211 $35,699 
North Carolina Div.......... 62,052 47,803 17,854 13,590 
| we Aa eer 6,612 6.123 3,617 3,955 
At. & Char. Air Line........ 87,011 65,044 18,565 15,409 
Rich., York River & Ches... 19,351 14,188 3,778 3,42] 
, | eee ere $294,437 $232,227 $79,025 $72,074 


The total increase in gross earnings was $62,210, or 26.8 
per cent.; in net earnings, $6,951, or 9.6 per cent. 


St. Eustache.—This road has been nearly completed 
from St. Therese, P. Q., on the Quebec, Montreal, Ottawa & 
Occidental road, to St. Eustache, six miles, and will be 
opened for business next month. An extension from St. 
Eustache to St. Joseph, four miles, will be built next spring. 


St. Louis, Iron Mountain & Southern.—The con- 
tract for building 100 miles of the Louisiana & Southwest- 
ern Branch of the Iron Mountain Road has been let to J. B. 
Colt & Sons, late contractors on the Texas & Pacific road. 
The new road starts from Knobel Station on the Iron Mount- 
ain main line in Arkansas, near the Missouri line, and runs 
southwardly through several counties not now provided with 
railroad facilities, to Forrest City, a point on the Mem- 
phis & Little Rock road. Itis intended to continue this 
branch to the Louisiana state line. The contract with Colt 
& Sons is for clearing and grubbing, right of way, grading, 
masonry, bridging and tieing the road. The Construction 
Company will furnish the rails and spikes, and the con- 
tractors are to complete and deliver the road ready for the 
rolling stock on July 1, 1882. The contractors gave $100- 
000 bonds for the completion of this contract. 


Sioux City & Pacific.—Track on this company’s 
Black Hills line, or Nebraska Division, is now laid for 22 
miles west of the late terminus at Atkinson, and 82 miles from 
Neligh, Neb. About 18 miles are to be laid to reach Long 
Pine, which is to be the terminus for the winter. 


South Carolina.—In Charleston, Oct. 6, the question of 
tre confirmation of the foreclosure sale coming up, objections 
were filed by counsei for Dr. Cockroft, a holder of non- 
mortgage bonds, who claimed that those bonds had not been 
accorded fair representation in the plan of reorganization, 
and that the other bondholders had cut off outside bidding | 
and prevented the offer of a fair price for the road. } 

On Oct. 7 the United States Circuit Court decided to grant | 
a decree confirming the sale to the Purchasing Committee of | 
Bordholders. Dr. Cockroft’s counsel thereupon filed excep- | 





Court. | 
Texas & Pacific.—Holders of the following Eastern | 
Division first-mortgage bonds are notified to present them to | 


on and after March 1, 1882: Nos. 198, 294, 335, 343, 345, 
400, 430, 508, 613, 637, 643, 654, 685, 692, 715, 889, 888, 
| 955, 1113, 1132, 1220, 1415, 1429, 1541, 1545, 1591, 1742, 
| 1825, 1852, 1912, 1966, 1997, 2056; 2111, 2186, 2214, 2248, 
| 2338, 2343, 2427, 2547, 2887, 2863, 3076, 8175, 3264, 
| 8338, 3350, 3351, 3886, 3398, 3427, 3587, 3640, 8649, 3666, 

8754, 8763, 3770, 3781, 8785, 3791, 3808, 3838, 3848, 
3868, 3865, 3876, 3898, 3927, 3937, 3989, 3949, 4027, 
4064, 4107, 4120, 4164 and 4183. 


Toledo, Cincinnati & St. Louis.—Articles of consoli- 
dation have been filed by the companies of this name in 
Indiana and Illinois. The capital stock is to be $4,000,060, 
and the office is in Charleston, Ill. ~The company owns the 
completed line from Frankfort, Ind., to Kokomo, and is 
building a narrow-gauge line from Kokomo to East St. 
Louis. 





Toledo, Delphos & Burlington.—A _ circular hes 
been issued by the bankers of this company, Messrs. George 
William Ballou & Co., from which the following is con- 
densed: 

The Toledo, Delphos & Burlington system (narrow gauge) 
is as follows: 





Miles. 
Toledo Division, Toledo to Kokomo........ i. banat eaaees . 181 
St. Louis Division, Kokomo, Ind., to East St. Louis.... ..... 268 
Dayton Division and Shanesville Branch, Delphos to Day- e 
gee err pees eeanehsettpaaeden tena 102 
Cincinnati Northern Division, Cincinnati to Dayton......... 55 
Dayton & Southeastern Division, Dayton to the terminus of 
the Iron Railroad and branches........... ...seescecsecees 
Tron Railroac (and spurs). Ironton, O., to Dayton & South- 
GRACE | CONTIBORIO aia s 5 0h 0:0 spoditade cde cbemkedeadessskbnes 2 
Spring Grove, Avondale & Cincinnati Branch—through the 
suburbs of Cincinnati and the Zoological Garden.......... 5 
ON iin kde ns, geanedesSuderavadenesiacecesdic . 819 


Progress in detail:j,The Toledo Division is completed, run 
ning regular trains. 

The St. Louis Division isin process of construction, and 
the entire road, it is expected, will be finished from St. Louis 
to Kokomo by Jan. 1, next. 

The Dayton Division is runnning regular trains. 

The Cincinnati Northern Division, connecting Dayton with 
Cincinnati, is being rapidly pushed to completion. 

The Spring Grove, Avondale & Cincinnati Railroad is be- 
ing built within.the city limits of Cincinnati, and will be 
identical with the Cincinnati Northern Division. The Cin- 
cinuati Northern owns all the stock of this road, and 


| guarantees its first-mortgage bonds. 


The Dayton & Southeastern Division is already completed 
and running southeasterly from Dayton through the coun- 
ties of Greene, Fayette, Ross, Vinton and Jackson to Wellis- 
ton, the centre of the great coal belt of Jackson County. 


Train Robbery.—A dispatch from Little Rock, Ark., 
Oct. 9, says: ‘‘ The case of the men who robbed the passen- 
ger train on the Iron Mountain Railroad on the night of 
Sept. 2, and were captured Sept. 28—one in Texas and two 
in the Indian Nation—and brought to Washington, assumed 
a new and sensational phase in the special term of Court held 
ou Friday, when euch of the robbers pleaded guilty to four- 
teen indictments, making the term of punishment 70 years 
for each man, for which time the Court sentenced 
them. The pursuing party that captured two of 
the robbers—Stephens and Delaney—consisted of four 
men named MHuddlestone, Belvines, Moore and Dol- 
lahode. When arrested, the robbers had about $9,000 in 
their possession. Huddlestone proposed to his comrades to 
divide the money among themselves. Belvines objected, 
saying that the money ought to be returned to the railroad 
company, but he finally agreed to its being equally divided 
among the four officers in the presence of Stephens and 
Delaney. In consideration of the latter two keeping the 
matter secret, each cf the four officers took an oath that 
he would annually pay to the family of the train rob- 
bers $100, and leave no means untried to secure 
their release from the prison after conviction. The party 
reached Hope, turned over the prisoners to the authorities, 
and came to this city, where they received $1,000, the re- 
ward offered by the state for the capture. All the captors 
appeared at the trial, when Belvines divulged the whole 
matter to Superintendent Buchanan, of the Iron Mountain 
road. Huddlestone, Moore and Dollahode were examined 
separately. Each made affidavit that he knew nothing of 
the whereabouts of any of the money. Subsequently 
Moore approached Mr. Buchanan and stated that the 
money could be procured.” 


Union Pacific.—Work is now in progress on the exten- 
sion of the Black Hills Branch from St. Paul, Neb., north- 
west up the Loup Fork to Ft. Hartsuff. The line has been 
located for 50 miles from St. Paul, and contracts let for 
grading 40 miles; 20 miles more will be let as soon as the 
location is finishe 1. 

The Julesburg Branch is now completed, and the first 
through train passed over it last week. Regular passenger 
trains will be put on about Nov. 1. This branch leaves the 
main line at Denver Junction, Col., 372 miles west of 
Omaha, and runs sovthwestward, following generally the 
course of the South Platte River, to La Salle, on the Chey- 
enne Division (the old Denver Pacific road), about 30 
miles from Denver. Itis 151 miles long, and reduces the 
distance from Omaha to Denver trom 622 to 553 miles. It 
has also, we believe, much lighter grades than are found on 
the main line between Denver Junction and Cheyenne. The 
line was first projected about the’time the Union Pacific was 
finished to Ogden. 


Valley, of Virginia.—Proposals will be received at the 
office of the Agent at Staunton, Va., until Oct. 22, for the 
completion of the grading and masonry from Staunton to 
Lexington, sections 27 to 58, both included. Also the line 
from the southern end of section 58 to the Richmond & 
Allegheny road, about two miles. Specifications, etc., can 
be seen at the office of James L. Randolph, Chief Engireer, 
at Camden station, Baltimore, or at the Agent’s office in 
Staunton. 


Vernon, Greensburg & Rushviile.—Track on this 
road is now laid to the northern terminus at Rushville, Ind., 
nine miles north of Milroy, the last point noted, 21 miles 
from Greensburg and 46 miles from the southern terminus at 
North Vernon. The road is operated under contract by the 
Cincinnati, Indianapolis, St. Louis & Chicago Company, 
whose line it crosses at Greensburg. 


Vicksburg, Shreveport & Pacific.—A contract has 
been let to John F. Fletcher & Co. to raise the road bed of 
this road several feet all the way from Delta to Monroe, La., 
73 miles. The road runs all the way through a level coun- 
many streams, and has always been subject to 
damage from high water. 


Wabash, St. Louis & Paciffic.—A dispatch from Keo- 
kuk, Ia., says that an agreement has been concluded by 


the Trustees at the Fidelity Insurance, Trust and Safe De-| which the main shops of the Peoria & Iowa Division are to 


posit Company. Philadelphia, for payment at par value, the 
holder retaining coupon maturing March 1, 1882, the same 
having been drawn according to the terms of the mortgage ; 
and if not presented all interest on the same will cease 


be placed in that city. Work on the necessary buildings 

begun as soon asthe plans can be d. The 
shops are now in Peoria, Ill.,and are not only too smail, but 
are in a very dilapidated condition, 





